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GAZETTE covering the issues from July 2 to December 31, 1943, 
has been prepared, and is now available free of charge on ap pli- 
cation to the Publisher 


GOODS FOR EX PORT 
The fact that goods made of raw materials in short supply 
owing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 





NOTICE TO SUBSCRIBERS 

Consequent on the paper rationing, new subscribers cannot be 

accepted until further notice. Any applications will be. put on 

a waiting list and will be dealt with in rotation in replacement 
of subscribers who do nut renew thety subscriptions 





POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RAILWAy GAZETTE 
possesses the necessary permit and facilities for such dispatch 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





TO CALLERS AND TELEPHONERS 
As from Monday next and until further notice our office hours 
are 
Mondays to Fridays 9.30 a.m. till 5 p.m. 
The office is closed on Saturdays 


By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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L.N.E.R. School for Operating Staff 


SIR CHARLES NEWTON, Chief General Manager, L.N.E.R., 

takes a very keen interest in the educational facilities made 
available to the staff of his company, and no doubt, in large part 
because of his enthusiasm for this work, the L.N.E.R. is now 
particularly well-placed in the way of training schools. Nearly a 
year ago, as _ recorded in our issue of March 5, 1943, Sir Charles 
opened the Watton House, Hertfordshire, School for station 
clerical staff, which was the third to be established by the 
company. On January 13 last he performed a similar ceremony 
at Grantly, Darlington, where the company has established an 
All-Line Operating School. Like Watton House, this is run on 
residential lines, and accommodates twenty students. The 
educational facilities provided, and the care which has_ been 
given for the comfort and happiness of the staff taking advantage 
of them, should ensure its success. Some details of the school 
are given on page 72, and some illustrations on page 66. 


Mr. Arthur Towle on Railway Hotel Prices 

Criticism has been raised sometimes at the charges made by 
railway-owned hotels. Mr. Arthur Towle, Controller of L.M.S.R. 
Hotel Services, was interviewed recently on this subject by a 
representative of The Glasgow Herald, and that newspaper 
published some notes on the conversation, which we reproduce 
on page 73. The points made by Mr. Towle include a number 
which are all too often overlooked. The services required and 
provided by the hotels are so considerable that overhead costs 
absorb practically all the revenue from the charges and, from 
a money-making point of view, the kiosks which provide tea, 
sandwiches, and mineral waters, and do not have to provide 


the comforts of the larger establishments, are a better invest- 
ment. Obviously, those who use large hotels must expect to 
pay for their maintenance. Hotels have to be open for twenty- 


four hours a day, and be prepared to cater for all comers. More- 
over, a high standard must be maintained in the linen, napery, 
carpets, decorations, and so forth; heating and lighting must be 
provided continuously, and porters and liftmen must always be 
available. That is not luxury but service, and, as we have pre- 
viously pointed out, the railway hotel plays an important part 
in the social and business life of many large centres. It can 
hardly be deemed unreasonable that institutions of this kind at 
least should pay their way. 


U.S. Transportation Corps’ Achievement 

The Transportation Corps of the American Army is engaged 
on the assembly of new rolling stock for use when the Continent 
of Europe is invaded. Many of the men engaged on this work 
were trained at American railway centres, and on another page 
we give some details and illustrations of the work they are per- 
forming. There can be no doubt that when the enemy is forced 
to retreat from the coasts of Europe, it will destroy all rolling 
stock that cannot be removed, and for this reason the Allies have 
planned to take with them the vehicles that will be. needed. 
As will be seen from the schedule of operations, the wagons and 
so forth, are being assembled with great speed from pre-fabricated 
parts, which have been brought from America. By bringing 
over the parts and erecting the vehicles in this country a con- 
siderable saving of shipping space has been effected. Arfiong the 
vehicles which are being erected at the depot are 40-ton refrige- 
rator wagons, 20- and 40-ton gondola wagons, 10,000-gal. tank 
wagons, 55-ton flat wagons, and 20-ton box wagons and brake 
vans. A number of special types include troop-carrying vehicles 
and hospital units. All the equipment and tools used are of 
American manufacture. 


Transport in Northern Ireland 


Amalgamation of road and railway transport in Northern 
Ireland, under a public utility board, is recommended in an 


interim report recently issued by the Agricultural Inquiry Com- 
mittee. This board would take over the L.M.S.R. (N.C.C.), the 
Belfast & County Down Railway, and the Road Transport 
Board, and link up with the Great Northern Railway, which 
operates in Eire as well as in Northern Ireland, by means of a 
pooling system, or some form of working arrangement or a com- 
bination of both. The amalgamation, it was suggested, should 
be on a revenue basis, each of the amalgamated concerns receiving 
a share of the profits on some equitable calculation rather than 
by acquiring the capital interests in those concerns for cash at a 
time when it was impossible to arrive at their true values. 
These proposals are not unanimous, as they are opposed in a 
minority report by Mr. J. P. Herdman, a Director of the Great 
Northern Railway. Abandonment of the Act of 1935 was, in 
his opinion, not justified by the evidence submitted to the 
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All that had been established was that the Act had 
not been worked. As a first step, the transport interests should 
be required to apply themselves genuinely to operating the 
existing law. With the real experience to be gained in this way, 
unprejudiced decisions as to the future could be taken on the 
basis of the then ascertained facts. 


committee. 


eas a= 

Transport in Eire 

A further development in the transport legislation contemplated 
by the Eire Government is the proposal to acquire compulsorily— 
in default of agreement—the undertaking of the Dublin United 
[Transport Co. Ltd. and amalgamate it with the new Great 
Southern Railways Statutory Company which is intended to be 
formed. Shareholders of the existing Great Southern Railways 
Company have agreed to the formation of the new statutory rail- 
way company which will have full Government backing on the 
terms made known towards the end of last year. As published 
on page 453 of The Railway Gazette for November 5 last the 
official version provides for the tormation of a statutory com- 
pany with a capital of £20,000,000 made up of £4,000,000 in 
common stock (with a maximum dividend of 6 per cent.) and of 
£16,000,000 in 3 per cent. Government-guaranteed redeemable 
debenture stock, and for the liquidation of the existing Great 
Southern Railways Company. Regarding the Dublin United 
Transport Co. Ltd., it will be proposed at an extraordinary 
general meeting to be held on January 25 that the proprietors 
igree to acquisition of the company, if they receive for every 
£10 (nominal) stock, either preference or ordinary, £14 10s. 
(nominal) 3 per cent. debenture stock, guaranteed by the Govern- 
ment as to interest and capital. 


aac a= 

Overseas Railway Traffics 

Bearing in mind the satisfactory traffics and the heavy maize 
crop there has been recently a recovery in the prices of securities 
of British-owned railways in Argentina, notwithstanding the 
doubtful political situation. In the 27th and 28th weeks of 
the current financial year there have been increases in receipts of 
£59,400 on the Buenos Ayres Great Southern, of £52,899 on 
the Central Argentine, and of £15,300 on the Buenos Ayres & 


Pacific Total figures for the year 1943 of gross receipts on 
Brazilian railways are now available The aggregate for the 


San Paulo is £2,360,402, an improvement of £404,956 in com 
parison with 1942. On the Great Western gross receipts for 
the twelve months were £903,800, an increase of £264,000 over 
1942, and the corresponding total for the Leopoldina was 
£1,902,994, against £1,611,362 in 1942. Nitrate Railways 
earned a total of £160,692 in 1943, or £27,804 less than in 1942. 


No. of Weekly Inc. or Aggregate Inc. or 
- week traffics dec. traffic dec. 
£ £ é 
Buenos Ayres & Pacific * 28th 118,800 8,100 2,666,400 104,460 
Buenos Ayres Great 
Southern oe a: ae 199,560 18,060 4,493,940 414,660 

Buenos Ayres Western* 28th 52,800 4,920 1,436,340 16,500 
Central Argentine* 28th 158,010 20,610 3,951,624 335,407 
Canadian Pacific 52nd 1,756,000 174,800 59,421,400 8,048 600 


* Pesos converted at 16% to £ 


Canadian Pacific gross earnings for the year 1943 amounted to 
£59,421,400, an increase of £8,048,600 in comparison with 1942. 


sac 
Leopoidina Railway Prospects 


The Leopoldina Railway Company enters 1944 with the 
certainty, unless unforeseen events should occur, of higher gross 
receipts, but with, in the continuance of present circumstances, 
higher working costs. At the recent ordinary general meeting, 
the Chairman, Mr. C. H. Pearson, felt bound to mention this, 
but at the same time insisted that present circumstances were 
not permanent. When the war was over the company would 
be working in a country which, in his judgment, would continue 
to expand in prosperity. ‘‘ We shall be able,’’ he said, ‘‘ to 
improve our equipment and replace deteriorated assets with 
beneficial effect upon working expense: we can, I feel, look, 
too, for alleviation in the cost of those essential materials which 
today are of such heavy burden, and although recrudescence 
of road competition will be there to face, the general transporta- 
tion demands as a main artery in developing regions should 
provide us with the means to earn, and results to produce.”’ 
The sympathetic understanding shown by the authorities in 
Brazil to the difficult position of the company during the past 
year led to the authorisation of an increase of 25 per cent. in 
goods tariffs and main line passenger fares as from the middle 
of October, 1943. This increase is directed not only to the 
alleviation of working results but also to the making of reason- 
able provision for the rehabilitation of the line, and to the 
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improvement of staff conditions and pay. As a decree has since 
been issued raising minimum pay generally, at least one item of 
higher costs is immediately operative. 

aac um 


Swedish Railway Traffic Development 

As a result of the drastic curtailment of road motor services 
in Sweden, in conjunction with the discontinuance of a good 
deal of coastal shipping, both due mainly to the stringent short- 
age of motor fuel, oil, and coal, railway traffic in Sweden has in- 
creased substantially during the war. It is stated, for instance, 
that the conveyance of sugar beet by railway rose from 600,000 
metric tons in 1938 to 1,200,000 metric tons in 1942, and that the 
quantities of charcoal transported by railway more than 
doubled in the period. Peat accounted for an average of 54,000 
metric tons per annum before the war, but no less than 3,000,000 
metric tons were conveyed by rail in 1942. Military and defence 
traffic, insignificant before the war, soared to 300,000 metric tons 
in 1942. At the same time, the average distance covered by con- 
signments increased from 114 miles to 161 miles. Moreover, the 
Swedish railways carried 76,200,000 passengers in 1942, com- 
pared with 46,600,000 in 1938. The average length of a journey 
rose to 37 miles from 31 miles in 1938. 


Mechanisation of Lampshade Cleaning 


There is a profound truth underlying the old copybook tag 
that necessity is the mother of invention, and there must be 
many examples of alternative, and sometimes better, ways of 
doing things, which have come to light as the result of wartime 
necessity. Similarly, desirable improvements, of which the 
economic necessity remained unproved, have sometimes been 
brought into use to meet wartime needs. An example of the 
latter is provided by the fact that until recently the lampshades 
used in London Transport vehicles were washed by hand at the 
rate of 3,200 a day at 6 car depots. The caustic solution em- 
ployed necessitated cleaners wearing rubber gloves, but, in view 
of the rubber shortage, machinery was devised to obviate such 
use. One machine alone will wash 2,000 lampshades a day 
The machine consists of a tunnel, through which the shades are 
carried by a circular conveyor, and in which they are subjected 
successively to a spray of hot cleansing fluid, one of rinsing water 
a current of hot air for drying, and one of cold air for cooling 
This lampshade cleaning is more than a matter of routine, for 
the reduction in the number of lights in Underground cars renders 
essential the best possible illumination by those which remain. 


Boiler House Fuel Economy 


At an informal meeting held recently at the Institution of 
Mechanical Engineers, a discussion on the economic use of fuel 
in works boiler operation was introduced by Mr. J. H. Beynon 
A.M.I.Mech.E. The speaker had visited many boiler houses in 
the south of England and had formed the impression that 
although some were efficiently managed, the majority were being 
run wastefully; he had previously believed that engineers would 
be found beyond reproach, but now he realised that the Ministry 
of Fuel & Power had missionary work to do even in concerns 
where, nominally at any rate, an engineer was in charge. He 
quoted again the old rule of the good stoker “little and often 
level and bright,’’ saying that in the absence of supervision the 
average stoker ignored this and attended to his fire at intervals 
of as long as 30 to 40 minutes. One speaker with naval experi- 
ence indicated that, with proper drill and discipline, firing in- 
tervals had on occasion been cut as low as 3 minutes. Another 
speaker doubted the applicability of the rule where fuels con- 
taining a high percentage of volatile matter were being used. 
He thought that the fire needed banking up at the front so as to 
allow time for the volatiles to distil out; the fire could be kept 
bright at the back to ignite these volatiles and air for their com- 
bustion could be permitted to enter through a partly open fire- 
door. Later on the fire could be raked ‘‘ level and bright ’’ pre- 
paratory to introducing a fresh bank of fuel. 


When the Describer is Wrong 


The illuminated describer-indicators on the platforms at many 
of our stations, especially those on the Underground system, 
where they date from the electrification of the District Railway, 
are of great convenience to the public and almost indispensable 
to the smooth and rapid working of frequent services. When 
they give wrong descriptions, however, from whatever cause, 
they are liable to create considerable inconvenience to pas- 
sengers. It is true that the describers are not often wrong, but 
we have seen them so once or twice lately on a tube-line section, 
and were disappointed to find that nobody at any station, nor 
the guard, took steps to direct attention to the inaccurate 
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description. This scarcely represents a satisfactory state of 
airs, especially as so many strangers now travel in London. 


affairs 
3. station at which we entered a train the motorman 
whistled to indicate that he was described incorrectly, in accord- 
ince, we believe, with the rule; but nowhere else did this occur. 
The servation of describer boards throughout a journey is 
comething of a task. The destination boards on the tube trains 
ire, in our opinion, none too easy to read; the labelling of trains 
is one of the few things on which our Underground might 
impro’ 
aaa 


Signalling in North Africa 


Our American contemporary Railway Signaling publishes an 
wccount of the impressions gained of the signalling on the 
Fret North African lines by the American railway operating 
troops and in one of the illustrations we see our friend, Mr. M. 
Peac one of the editorial staff of the journal. The equip- 
ment is modelled chiefly on the types employed by the former 
P.L.M. lines and as yet the alterations in the official code of 
signal aspects, carried through in France itself not long before 


the war, have been applied but partially. The P.L.M. signal- 
a greater resemblance to English practice than that of 
wnv other French line. The signals were normally at ‘‘ danger’ 
_a practice adopted in 1889 after the then Superintendent, 
M. Picard, had paid a visit here to study our methods—and 
the block apparatus was mechanically interlocked with the lever 
frames, after the manner of Sykes’s system. Describers were 
used. In North Africa the P.L.M. block was evidently 
ipplied to some extent, as it appears in one of the illustrations, 


ling re 





and lephone block and the electric train staff are also used. 
The extensive use made of steel sleepers precludes the applica- 
tion of track circuits. Wire compensators and electric signal 
repeaters are in general use and, to a small extent, electric 
signal lights. 

asco 


Driving Wheel Diameter 

[here is a marked tendency in modern locomotive practice to 
ease the diameter of driving wheels, especially in locomotives 
d to operate in both freight and passenger service. This 





f 


is seen in such British types as the numerous 6 ft. 2 in. 
L.N.E.R ‘‘ Green Arrow ’’ 2-6-2 engines, the L.M.S.R. 6 ft. 
las 5’ 4-6-0s, the G.W.R. ‘‘ Hall’’ 6 ft. 4-6-0s, and others 








express passenger service published records show the first 
ind cond of these types as capable of downhill speeds up to 
en exceeding 90 m.p.h. when required, and the G.W.R. 


equally have demonstrated their ability to run long 
distances on the level at average speeds of 65 to 70 m.p.h.—a 
capacity that all three types, and others like them, owe largely 
) lern improvements in front-end design, and particularly 
to the reduction in back pressure. As to freight service, which 
in peacetime operation is the principal objective of all these 


types, and the increase in driving wheel diameter reduces tractive 


effort is of advantage also in reducing the number of revo- 
lutions per minute at any given speed, and of imposing lower 
stresses on the track from locomotive hammer-blow. The 


same wheel-diameter increasing tendencies are apparent in modern 


American locomotive designs; in the latest multi-axle articulated 
groups driving wheels range in size up to 5 ft. 10 in. diameter, 
even ten-coupled locomotives now have wheels from 5 ft. 9 in. 








to 6 ft. 2 in., and the many large eight-coupled engines of the 
2 and 4-8-4 types are being given wheels from 6 ft. to 
in. diameter. 
sas m= 
Hopeful Signs 
Among the excuses for optimism about the war must be 
numbered the repainting that has been going on at our local 


The populace is not fully decided whether the work 
has been undertaken as a result of recent important allied con- 
es, or whether the conferences were called after news was 
| of the encouraging return to pre-war smartness of our 
buildings. Although the principal colour scheme is a 
utilitarian blue-grey, the signal arms have received a coating of 
resplendent crimson, and when they are lowered, as still occurs 
from time to time (to sustain our faith in the continued existence 
ot a passenger service) they seem to beckon on a new and better 
world—a world in which the process of getting lit up when the 
lights go up in London will be facilitated by the last train home 


station 


no longer leaving at the unconvivial time which so many of us 
have now learned to call ‘‘ eighteen hundred hours.’”’ Added 


hope springs from the glossy blackness of the timetable boards, 
livested of the sheets which once proclaimed that, like the war, 
they had come to stay ‘‘ until further notice,’’ and from the fact 
that their inviting surface no longer inspires those artists in chalk 
who once called us to arms on every available surface with 

Start a Second Front Now.’’ Even they may be beginning to 
feel at last that their appeals in present circumstances are 
superfluous. 
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The Brazil-Paraguay Rail Link 


ALTHOUGH no fewer than three schemes are in hand for 

providing rail links between Brazil and Paraguay, none has 
yet reached the stage when its completion can be envisaged 
for the near future. As shown on the maps published in our 
issues of September 3 last (page 229), and January 7 (page 14), 
the northernmost.intended link is a branch off the main line 
running from San Paulo to Bolivia, and intended to join at 
Bella Vista with the partly-completed Paraguayan Railway, 
thence to Villa Concepcion, on the River Paraguay. The 
southernmost proposed link will join the main railway from 
San Paulo to the south with the Paraguay Central Railway via 
Iguazu, on the frontier of Brazil, Paraguay, and Argentina. 
The third line is an extension of the San Paulo-Parana Railway, 
now under construction. It is this railway which recent reports 
from South America state is to be nationalised by the Brazilian 
Government to facilitate international communications between 
that country and Paraguay. 

The San Paulo-Parana Railway Company was formerly a 
comparatively unimportant undertaking extending from 
Ourinhos (on the Sorocabana Railway) to Cambara, a distance 
of 19 miles, opened in 1925. Three years later, a 98 per cent. 
interest in the railway company was acquired by Parana 
Plantations Limited, with the object of developing its enormous 
estate, comprising some 3 million acres, the eastern portion of 
which was some 110 miles beyond Cambara. In 1929 the 
extension of the railway was begun by a London firm of con- 
tractors, and some account of progress, and of the heavy engi- 


neering works involved, was given in an illustrated article 
published in our issue of May 15, 1931 (pages 740-743). The 


line is of metre gauge—the same as the Sorocabafia Railway— 
and its route was selected by a commission of engineers appointed 
by the Federal Government of Brazil as being the most favour- 
able for communication with Paraguay, so that, although 
commercial interests are responsible for the initiative in extend- 
ing this line, the international link was borne in mind from the 
outset. The railway company’s concession is for a period of 
90 years from 1928, and it is the cancellation of this concession 
which forms the subject of the recent reports about the 
impending nationalisation of the line. 

The construction work has heretofore been effected by British 
engineers (as mentioned above); the bridges were built by two 
British firms, and both passenger and goods rolling stock was 
supplied from this country. Moreover, the locomotives have 
come from British works; one of five Hunslet 4-6-0 mixed traffic 
engines was described in our 1931 article, and-two large 2-8-2 
Bagnall locomotives, despatched in 1935, were described in The 
Railway Gazette of December 13, 1935, when a further account 
of progress was also given. The railhead at that time had 
recently reached Rolandia, and in the intervening 8 years it 
has been extended only a comparatively short distance through 
the Parana Plantations estate to Arapongas. Now, however, a 
further extension to the Paraguayan frontier at Guaira is 
receiving the immediate attention of the Brazilian Government, 
and developments will be watched with interest. 


Through Running of Electric Trains 


HE railway, with its flanged wheels on a fixed track, early 
suffered from the difficulties and disadvantages arising from 
breaks of and, although in some parts of the world 
uniformity of rail gauge has been established over large and 
fairly self-contained areas, nevertheless there is a _ sufficient 
number of different gauges spread among the various countries— 
in places in one country or political region—to result even now 
in an obstacle to through running, thus preventing the railways 


gauge, 


from functioning to the best advantage. Uniformity of rail 
gauge, although of course the first requirement of through 


running—for devices enabling vehicles to change gauge can 
never become more than a partial remedy for a break—is by no 
means the only one, although it is the factor in the problem 
of which most persons think first, and sometimes to the exclusion 
of others. Questions of loading gauge, weight of rail, strength 
of structures, and other details play their part in the picture. 
These often prevent a really universal service being given, even 
on the one railway. Special vehicles have to be built to run 
over certain routes where, say, funnels constructed many years 
ago still retain their original dimensions. Restrictions may have 
to be placed on certain stock running on selected sections until 
the rails or bridges thereon have been brought up to the neces- 
sary standard of strength. 

So long as traction is effected by self-contained locomotives, 
however, through running can be obtained, provided these engi- 
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neering requirements are complied with, and coaches and wagons 
can be sent freely from one railway route or system to another, 
affording the maximum convenience to traveller and trader, but 
with the coming of electric traction in which power is col- 
lected from a conductor rail or wire the battle of the gauges 
re-appeared in the form of a battle of systems and introduced a 
new element into the problem of through running. oe 

Electric traction systems differ considerably. The main divi- 
sion among them is of course between the a.c. and d.c. types, 
but with both there are several methods of practical application. 
In the a.c. division there is one system, the 3-phase, which, save 
for a few unimportant examples, is confined to Italy, where there 
are, however, two variations of it. The d.c. high-voltage system 
is being used there for most new work, and through running 
between the two is impossible. Special arrangements have to 
be made at junction points, and shunting is frequently effected, 
we believe, by steam or diesel power in order to bridge the 
separation between the systems. Where the a.c. single phase 
and d.c. high-voltage systems (each of which has a single con- 
tact wire) meet, a certain over-lapping can be effected by switch- 
ing arrangements, which set up the feed to the “‘ frontier ”’ 
station sections to suit the trains concerned at a given moment, 
but some complication is involved if absolute security is to be 
obtained. 

It is true that locomotives capable of running on a.c. or d.c. 
have been used in selected instances, where everything has been 
designed to allow of it; nevertheless, however well these equip- 
ments may work, it would be more satisfactory not to be 
obliged to use them. Mixed arrangements for inter-running 
between different systems, or different voltages under the same 
system—encountered occasionally—resemble break-of-gauge 
devices; they may be sound enough in principle, and work effi- 
ciently, but they still constitute an additional complication with 
which engineers would gladly dispense. This situation has neces- 
sarily arisen as part of the normal development of electric 
traction, as growing knowledge and experience have pointed the 
way to new designs. The ability to employ really high-voltage 
d.c. equipment on motor coaches, as distinct from locomotives, 
a comparatively modern development, combined with the pro- 
gress made with rectifiers, has made it seem unlikely—although 
it is risky to prophesy in these matters—that the single-phase 
system will spread much beyond the areas it now serves. That 
system, itself, however, has been the subject of continual im- 
provement, and its details have been brought to a remarkable 
degree of perfection, as is seen on various railways on the Con- 
tinent and in the U.S.A. If different systems are to persist 
together, as it seems more than likely they will, then the prac- 
tical course is to endeavour to establish clearly-defined working 
zones, arranged to limit to the minimum the inconvenience of 
break of system. 

Even with the early d.c. low-voltage third-rail systems used 
in London, technical differences would have put difficulties in 
the way of through running, had that been contemplated, apart 
from any questions of size of tube or tunnel. The first three 
London tube lines, City & South London, the Waterloo & City, 
and the Central London, had varying dimensions for the posi- 
tion of the conductor rail, which was in the four foot; the fourth, 
the Great Northern & City, had an insulated return, with a 
conductor rail on each side of the track. The later tubes, and 
the Metropolitan and the District lines, were equipped to 
common dimensions—now officially accepted as standard—with 
positive rail outside the track and negative return rail in the 
middle, except on the Bakerloo line, where the polarities were 
reversed until the opening of the extension to Watford. About 
40 years ago the main-line railway companies agreed on a set of 
measurements to be used when installing third and fourth rails, 
meaning by the latter true fourth rails with which shoes were to 
make contact and not mere reinforcements to an earth return 
system. The North Eastern, the Lancashire & Yorkshire, and 
later the Liverpool Overhead, were equipped to these measure- 
ments, but the first-named has since been converted to agree 
with the present standard—as well as the Mersey line, where 
the dimensions were different again. The side running contact 
rail adopted on part of the former L. & Y.R. still exists, and 
makes an isolated installation, as does the Glasgow Subway, 
where both conductor rail position and rail gauge are excep- 
tional. 

The general adoption of the London dimensions was seen to be 
advisable when the running of the Bakerloo trains out over 
the L.N.W.R. was planned, and, as far as the Metropolis is 
concerned, standardisation has now been reached in this very 
important and governing detail, but both insulated return and 
running-rail return installations are still used in the area. 
Through running obtains between them ‘to the _ extent 
that London Transport District Line trains run over a 
short part of the Southern Railway, between East Putney 
and Wimbledon, with the aid of a_ specially-provided 
fourth rail bonded to the running rails. The trains need no 
special equipment, but resistances have to be provided at the 
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changeover point on Putney Bridge between the insulated 
section of fourth rail and the earthed section. The operation of 
trains fitted for running-rail return over lines working with an 
insulated fourth rail is not seen yet in London, but is done 
between the Wirral and Mersey lines; the Wirral trains have 
shoes for making contact with the Mersey fourth rail and specia] 
switching contactor equipment for effecting the transfer on the 
train. The interesting arrangements for effecting the change. 
over at Birkenhead Park are described in Mr. C. E. Fairburn’s 
recent paper to the Institution of Civil Engineers. 

The voltages used in London varied to some appreciable 
extent at one time, but are now practically standardised, and it 
might appear that a good deal more through running could 
readily be effected, providing many new and convenient ser- 
vices, but there are several difficulties in the way of this. Ordi- 
nary main-line type stock could not run on the tube lines. The 
only tube ever made large enough to permit of it, the Great 
Northern & City, has never been used in that way, and ordinary 
tube stock is now running through the fine 16-ft. tunnels. The 
running of underground trains out over the main routes, in 
force for many years in North London, is of course practicable, 
but on most sections involves considerable engineering altera- 
tions at stations to bring the platform levels to an acceptable 
figure and keep the step to be negotiated at not more than the 
7 in., which experience has shown to be the maximum for 
comfort. 

Other changes would probably also be needed. It would 
hardly be practicable, in our opinion, without making exten- 
sive alterations in the signalling arrangements, to generalise 
bonding the fourth rail to the running rails to cater for this 
through running, as has been done exceptionally on the short 
section above referred to, and the trains would havg to be 
equipped for working on insulated or earth return, with the 
necessary safety features. While, therefore, the main condition 
governing through running in the London area, namely, general 
uniformity of system, has been fulfilled substantially, much 
remains to be done before tube services can be prolonged in new 
directions. The overhead contact system, first seen in London 
railway service some 34 years ago when the London, Brighton & 
South Coast Railway adopted single-phase traction, has dis- 
appeared since grouping, but is to re-appear on the L.N.E.R 
in connection with the medium-voltage d.c. system. This, of 
course, will represent a new élement in the London situation 
with what ultimate result time alone will show. 


Argentine Railways in 1942-43 
"THREE directors of the British-owned Argentine broad-gauge 
_Tailways are in Buenos Aires for the purposé of exploring the 
possibilities of improving the finances of the companies. Conse- 
quently, the recent publication of the reports and accounts for the 
year ended June 30 last is of more than usual interest. Contrary 
to general expectations, all the companies, with the exception of 
the Buenos Ayres Western, improved their financial position. The 
four broad-gauge railways together recorded gross receipts which 
were £3,916,000 more than the earnings in the preceding year 
Working expenses also advanced considerably, chiefly on account 
of the very high cost of fuel; the rise totalled £2,925,000. Thus 
the net receipts were £991,000 greater in Argentina, but increased 
foreign exchange losses lowered the gain in London by £132,000 
and the actual additional amount for distribution among debenture 
holders was £859,000 more than the sum available in the previous 
year. The subjoined statement shows the summarised results of 
working of all the lines, including the standard-gauge Entre Rios 
and Argentine North Eastern companies :— 
B.A. Great 
Southern 


Central 
Argentine 


B.A. & B.A. 
Pacific Western 
£ £ £ £ 
(000 omitted) 


7,521 
9,795 5,940 3,654 


Net receipts ow ' * Re 1,686 485 
Exchange differences... 968 623 267 

1,380 1,063 218 

1,280 366 367 

The increase in gross receipts of the four broad-gauge lines was 
about 13 per cent. and higher earnings were derived from 
practically every class of traffic; expenses increased by 11-7 pet 
cent.; and in the result net receipts were 19 per cent. more than 
in the previous year. 

There has been a certain amount of conjecture as to the form 
which the solytion of the broad-gauge railway problem may take 
Various tentative proposals have-been mooted ; for example, higher 
rates and charges, a more favourable rate of exchange for the 


Entre Riosé 


Gross receipts 
Working expenses 


12,143 10,305 


8,619 


4,139 
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conversion of net peso receipts into sterling, and a possible deal 
involving the outright purchase of the lines by the Argentine 
Government, in which event stockholders doubtless would be 
offered part of the purchase price in Argentine Government sterling 
ponds bearing a fixed rate of interest, and the assurance of the 
ultimate extinction of the debt by annual drawings over an agreed 
number of years. The first two solutions are subjects on which 
there is little to be gained by attempting to anticipate the outcome 
of the deliberations recently held between the Argentine Govern- 
ment and the visiting directors, and, as to the possible sale of the 
lines, it would. be difficult indeed to foretell the probable terms, 
which, in any event, would involve lengthy negotiations. Never- 
theless, there are important facts available which stockholders 
and others interested in the companies may find useful to have 
at hand if they are called on to accept or reject the terms 
of a deal, and it is for this purpose that the following figures 
have been collated :— ; 


Capital at 30-6-43 
according to companies’ 
published accounts 


Capital recognised by Argentine 
General Railway Board at 30-6-39, 


Issued in 
At $11.45 At $13.50 At $16 Actual shares and 
tof to£ to£t expenditure debentures 
("000 omitted) (000 omitted) 
£ é é £ é 
B.A. Great Southern* ... 77,400 65,700 55,400 85,000 82,000 
Central Argentine 65,000 55,900 48,400 77,000 72,000 
B.A. and Pacifict 43,600 37,000 31,200 48,000. 50,000 
B.A. Western 29,400 25,000 21,000 33,600 31,500 
Tct-Is ... £215,400 £183,000. £156,000 £243,600 £235,500 


* Includes Bahia Blanca & North Western Railway 
t Includes Argentine Great Western and Villa Maria & Rufino Railways 


The recognised capital is fixed by the Argentine authorities in 
pesos and to facilitate comparisons with the companies’ records in 
London, the peso figures have been converted into sterling at three 
different rates of exchange; $11.45 is the par rate which ruled up 
to the outbreak of the war of 1914-1919; $13.50 is the Argentine 
Government’s present buying rate for sterling; and $16 is the 
current official selling rate, which is paid by the companies when 
remitting their peso receipts to London. It has long been realised 
that the heavy loss on exchange borne by the railways is by far the 
predominating factor in their financial malaise and it will be evident 
from the preceding statement that the subject will become infinitely 
more important if the parties to negotiations have to consider 
the repatriation of the whole of the capital. The companies, 
doubtless, would wish. the purchase price to be fixed in sterling at 
$11.45 to the £, which is the rate at which the bulk of the money 
was invested in Argentina. Any higher rate than this would involve 
all four companies in capital losses running into many millions of 
pounds. The last figures of recognised capital issued by the 
Argentine Government relate to the year ended June 30, 1939, 
whereas the above figures of capital expenditure and the total 
shares and debentures outstanding are taken from the accounts 
recently published by the companies for the year ended June 30, 
1943. During the war years capital expenditure has been so 
restricted that the up-to-date figures of capital recognised by the 
Argentine Government, were they available, would not be materially 
different from those quoted. L 

The differences between the capital claimed to have been expended 
by the companies and the sums recognised by the Government are 
chiefly composed of ‘‘ watered capital,’’ the discount at which 
debentures have been issued from time to time, expenses incurred 
in London in connection with new issues, etc., which the Argentine 
Government has declined to approve as part of the cost of con- 
structing and equipping the lines. Under the Mitre Law, the 
Argentine Government has the right, but not the obligation, to 
expropriate the railways at any time on payment of the amount 
of the recognised capital, plus 20 per cent., but there is no likelihood 
of the option being exercised. Hitherto, the policy of the Govern- 
ment has made itself known chiefly through the annual reports of 
the Central Bank of Argentina and public opinion has expressed 
its support through various channels, of which perhaps the most 
authoritative was the Third Argentine Engineering Congress, held 
at Buenos Aires about 18 months ago, when the following resolution 
received unqualified adoption, not only in the committee stage, but 
also at the plenary session of the congress :— 

“ The nationalisation, total or partial, of the privately-owned 
railways is recommended in the interests of the country, provided : 

(@) That the valuation of the lines is based on the economic value 

at the time of their acquisition and with due consideration 
for all other antecedents which affect their value ; 

(>) That the other conditions of the transaction are in the 

interests of the nation ; and 

(c) That the operating regime to be adopted shall exclude the 
supremacy of private over public interests. 
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It would be desirable that Congress should empower the Govern- 
ment to avail itself of favourable opportunities to carry out 
transactions of this nature. 

The fact that the first Vice-President of the Argentine Engineering 
Congress was the Chairman of the Local Board and Resident 
Engineer of one of the French-owned companies and that he 
personally participated in the preparation of the draft, adds 
weight to the resolution and its probable influence on public 
opinion in Argentina. 


The Fifth Railway Fuel Economy Conference 


T the fifth and last of the present series of railway fuel- 
economy conferences the special problems of electric train 
operation were discussed. The meeting was organised jointly by 
the Southern Railway and the London Passenger Transport 
Board, and, as reported on page 62 of this issue, papers were 
read by an officer from each of these great electric-train operating 
concerns. Other railways were strongly represented at the con- 
ference, which was attended by about 130 delegates in all. Mr. 
V. A. M. Robertson, C.B.E., M.C., Civil Engineer of the 
Southern Railway, announced the purpose of the conference and 
introduced the speakers. Mr. M. G. Bennett, Chairman of the 
Railways Fuel-Economy Committee, expressed the hope that the 
termination of the conferences would not be regarded as the ter- 
mination of the fuel-economy campaign on the railways. The 
need for economy would become greater as hostilities drew to a 
close and might be most acute in the period immediately after 
the end of the war. 

The chief point made by Mr. W. J. A. Sykes, Electrical Depart- 
ment, Southern Railway, was the practical impossibility of 
achieving spectacular wartime savings of energy on electrified 
railways. Economy had always been considered as one of the 
great advantages of electric traction and every effort was being 
made, even before the war, to limit to a minimum the energy 
consumption of electric trains. A means employed to this end 
was the provision of coasting boards to show motormen where 
they should shut off the current and utilise momentum. In war 
conditions, when passenger trains were delayed at stations by 
reason of the blackout, or because of the amount of parcels 
traffic, motormen were having to ignore coasting boards to 
recover lost time. In the circumstances, the average energy con- 
sumption of trains, per car-mile run, had of necessity increased 
and not decreased; the total energy consumption was somewhat 
reduced, however, by reason of drastic cuts in the intensity of 
services. 

Coal that has been reduced in size by breakage to } in. and 

less requires special methods to be employed for burning it 
efficiently; it passes through the bars of an ordinary chain-grate 
mechanical stoker so that it usually becomes a total loss. At the 
conference, it was suggested that fines should be screened out of 
coal intended for electricity generating stations and be reserved 
for utilisation elsewhere. Later, however, it was stated, on 
behalf of the Ministry of Fuel & Power, that the demand for 
this material was limited and that its disposal was felt to be 
best accomplished by distributing it among fuel users generally. 
In some quarters waste would occur, but elsewhere the fine 
material would be burned along with the rest in an efficient 
manner. As a result of this policy, more coal was being used 
now than before the war, per unit of electricity generated. A 
point not raised in the discussion, but probably worth men- 
tioning here, is the danger of depositing combustible material on 
ash and slag dumps; when these begin to burn they are practi- 
cally inextinguishable and they may go on being a nuisance for 
years. 
“ When public control is first exercised over a complex industry, 
mistakes and misunderstandings are almost certain to arise, 
because the responsible authorities fail to appreciate at once the 
true needs of the industry. To railways, and other extensive fuel 
users, it has sometimes seemed that the official attitude is to 
regard all solid fuels as being alike and equally suitable for the 
purpose of steam raising. About two years ago the coal being 
sent to electricity generating stations was so bad that there was 
real difficulty in maintaining power output. Even now, the 
boilers that should be available as standby are having to be 
utilised to make good the deficient output of units worked on 
poor coal. Several speakers indicated the.wastefulness of sending 
so far south as London fuels containing a high percentage of ash 
and other non-combustible material. Long-distance transport of 
so much rubbish was deprecated as wasteful; moreover, the dis- 
posal of the excessive residue was said to constitute a great 
problem and involve much labour at a time when difficulties 
were acute enough already. The suggestion was made that low- 
grade fuels should be used only in the neighbourhood. where thev 
originated. 
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LETTERS TO THE EDITOR 


particulars of the net revenue earned by one or two trains, 
The scanty information so far available about their operational] 
costs leaves one doubting whether they are a great financial 


pac ki 
reduc 


(The Editor is not responsible for the opinions of correspondents) 


Streamline Locomotives 
Peterhouse, 
Cambridge. January 10 
To THE Eprror oF THE RatLway GAZETTE 

Srr,—In fairness to the L.M.S.R. a reply to Mr. R. Howard’s 
letter in your January 7 issue on the recent construction of 
streamline locomotives is called for. To have provided these 
locomotives with non-streamline casings would have involved 
the expenditure of new material, labour, and workshop time, 
whereas most, if not all, the material for the streamline casings 
had been prepared previously. The net saving on the four 
locomotives, Nos. 6245-8, would have been approximately 12 
tons, a poor return for the trouble taken. 

By way of contrast, the scrap-railing campaign provided many 
thousands of tons of scrap metal, with no expenditure of raw 
material or workshop time. 

Lest Mr. Howard’s remarks should stir some salvage expert 
to suggest the removal of the casings on the various streamline 
locomotives in the country, I should perhaps add that the 
probable net saving, on the basis of 3 tons each unit, would not 
exceed 200 tons. 

Yours faithfully, 
ARTHUR F. COOK 


American Travel 
London, N.W. January 17 
To tHe Epitor oF THE RAILway GAZETTE 

Sir,—Would you please let me comment on Mr. 
Allen’s letter published in your last- issue. 

There was a trade boom in America until the autumn of 1929 
and freight traffic soared to new peaks. In spite of this wave of 
prosperity the number of railway passengers declined from 
1,035 millions in 1921 to 780 millions in 1929, or by 24 per 
cent. The slump in trade which started in October, 1929, merely 
accelerated the downward trend until by 1939 the decrease com- 
pared with 1921 was 56-5 per cent. The Americans regarded 
their motorcars with rare affection, and not the railways, as Mr. 
Newman would have us believe: the liking for air flights came 
later, and Mr. Allen has overlooked the mention of this new 
competition in clause (f) of my letter on page 659. 

Our railways have had to struggle against a depression in 
industry which started in 1924 and, save for one or two partial 
revivals, notably in 1929, continued to the outbreak of war. 
The competition of motor-coaches and buses was also keener 
here than in the States, and private cars diverted a growing 
amount of business as time went on. Yet our railways kept a 
good grip on their passenger business, as shown by the number 
of passenger journeys quoted below :— 

1913 
1924 
1929 
1938 


Cecil J. 


1,333 millions. 
1,477 os 
1,348 os 
1,235 os 


It will be seen that the traffic was better in 1924 than in the 


prosperous pre-war year of 1913. By 1929 there was a fall of 
nearly 9 per cent. from the 1924 level, and in 1938 the drop had 
become 16 per cent. A comparison of these statistics with the 
American figures proves that, during the most difficult period in 
their history, our railways have pursued a sound policy which 
suited conditions here. 

In 1938 our railways carried 60,000 passengers at least for 
every route mile which they own: the American railways could 
muster only 2,000 passengers per route mile. The ordinary British 
passenger of all classes paid on an average a fare of no more than 
Is. 6d. What our railways have to do is to strive to recover as 
many as possible of the 240 million patrons lost since 1924. 
They can succeed only by catering for the multitude and not 
for luxury travel which was amply provided for before the war. 

My letter, as you were kind enough to hint, did not suggest 
that British fares were cheap in comparison with American, and 
the paragraph about sleeping cars means exactly what it says. 
The details Mr. Allen has taken the trouble to compile confirm 
that the statements are correct. Mr. Allen has also misunder- 
stood the sentence reading ‘‘ the luxuries which Mr. Newman 
enjoyed on a few long-distance trains in America are provided as 
part of a campaign to hold traffic.’’ I cannot imagine that any 
of your readers would conclude that Mr. Newman had travelled 
on every luxury train in America. The journeys described in 
his book were not numerous and, after all, 200 streamline ser- 
vices would give only one for every 1,160 miles of first track 
in America. There is no sign as yet of the existing high-speed 
services saving the American situation and, when Mr. Allen 
next writes about them it would be illuminating if he could give 


success. 
Yours, etc., 
STATISTICIAN 


Alternatives to the Wooden Railway Sleeper 


The Iron & Steel Institute, 
4, Grosvenor Gardens, 
London, S.W.1. January 7 
To THE EpitorR oF THE RAILWay GAZETTE 

Sir,—With reference to the article under this heading which 
appeared in your issue of November 12, 1943, it may interest 
your readers to know that experiments to determine the rate of 
corrosion of steel sleeper plates in the track were undertaken by 
the Corrosion Committee of the Iron & Steel Institute and the 
British Iron & Steel Federation in collaboration with the Great 
Western Railway Company in 1932 and are still in progress, 
Full details of these will be found in the 2nd, 8rd, 4th, and 
5th Reports of the Corrosion Committee, published by the Iron 
& Steel Institute, and a general summary of the results obtained 
up to 1939 is given in my book, ‘‘ The Corrosion of Iron and 
Steel’’ (Chapman & Hall Limited). Briefly, two batches of 
120 each of the composite type of sleeper were prepared, in one 
case with plates of ordinary mild steel and in the other with 
plates of copper-bearing steel (Cu 0-5 per cent.). After having 
been weighed, a number of sleepers of each type was placed 
in service-at five selected places on the Great Western Railway: 
at intervals, representative samples have been removed from the 
track, cleaned, examined, and reweighed. 

Unfortunately, because of the war, we have been unable to 
remove and examine the sleepers due for removal after 10 years’ 
exposure with the result that, in the main, our observations to 
date are limited to what has occurred up to 5 years’ service. 
Judging from these the following conclusions are warranted :— 

(1) In railway tunnels, that is in the absence of rain, the 
addition of 0-5 per cent. of copper to the steel has no effect 
on the corrosion resistance. On the other hand, in the open air, 
this decreases the loss in weight of the sleeper plate by from 
15 to 33 per cent., which is equivalent to increasing its life by 
20 to 50 per cent. 

(2) The lives of sleeper plates of ordinary steel calculated by 
simple proportion from the losses in weight after about 5 years’ 
service, vary from about 13 years in the Severn Tunnel to 
100 years in the rural atmosphere of Cholsey; these are the 
periods of exposure equivalent to a 25 per cent. loss in weight 
of the original plate. On this basis the lives of the plates would 
exceed that of the chairs and corrosion would thus not be a 
determining factor so far as the use of this particular type of 
sleeper is concerned. 

It is improbable that results over longer periods of service 
will invalidate conclusion (1), but conclusion (2) should be 
accepted with reserve pending further experimental data, par- 
ticularly in marine atmospheres, such as Dawlish, where the 
sleepers are frequently exposed to saltspray from the sea. It 
is relevant to add that a few years ago, Mr. T. H. Turner, 
Chief Chemist & Metallurgist of the L.N.E.R., and I inspected 
some steel sleepers that were being removed from the track near 
Selby after about 12 years’ exposure. These were of three types 
and we arranged for random samples of 10 of each type to be 
cleaned and reweighed. The average losses in weight, as com- 
pared with the specified initial weights, were 17, 29, and 14 lb. 
respectively; the experimental error is high, due to the uncer- 
tainty in the original weights of the actual sleepers tested, and 
is of the order of + 7 lb. (It is a fine point, but differences 
of this order between individual members of a batch of sleepers 
are inevitable since the plate section is hot-rolled in long lengths 
which are cooling rapidly as they pass through the rolls with 
the result that the back end offers.more resistance to deformation 
and is slightly thicker than the front end. If these losses are 
considered in relation to the original weights of the sleepers 
(from 196 to 231 lb. for the chaired sleeper, according to typé 
it would seem reasonable to predict a life of about 20 years 
before corrosion reached the 25 per cent. loss stage. ; 

I am not qualified to discuss the technical problems connected 
with the use of steel sleepers which are matters for railway 
engineers but, on the basis of the limited experience of theit 
behaviour in service which I have gained through the courtesy 
of British railway companies, I may perhaps be permitted to 
make two final observations. First, I think that the main prob- 
lem is not one of corrosion resistance but rather of design and 
is associated with finding a suitable method of attaching the 
chair which, if permanently attached, should be capable of out- 
lasting the sleeper plate itself. It may be that, apart from 
complications due to track circuiting, this problem is already 
satisfactorily solved by existing types of sleeper. Secondly, 
where steel sleepers are used careful attention should be paid 
to the selection of the ballast, both from the point of view of 
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and from that of ensuring good drainage which will 
the corrosion of the plates. 
Yours faithfully, 
J. C. HUDSON, 
Official Investigator Corrosion Committee 


Looking Ahead 


Banbury. January 16 

To THE EDITOR oF THE RAILWAY GAZETTE 
Sir,—Recently there has appeared in The Sunday Express 
n article by Lord Brabazon on the possibilities of improving 
the railways. Brief reference was made to this article in your 
last week’s issue. Recognising that the railways are, and will 
our most important transport system, he suggests that great 
improvements will be needed to line up the railways with the 
progressive age in which we live. Few will disagree with the 
contentions which he makes, and many observers of railways 
ind railway practice will feel inclined to go even further than 
Lord Brabazon in proposals for technical betterment. 

The question of nationalisation can safely be left out of this 
contribution as it is bound up with much greater issues in 
which are involved the whole future structure of the nation. 
The remaining questions, however, are of great interest to every- 
one, and one feels grateful that so eminent a man as Lord 
Brabazon has been enabled:1o voice expert opinions of this kind 
in a national newspaper. 

[he problem of weight has been brought very much to the 
fore because of the developments which have taken place in 
aero-engine design and the strides made in the construction of 
the aeroplane itself. The fact that it is possible to produce a 
highly efficient internal combustion engine at approximately 
1 lb. per horse power should be a matter of the highest interest 
to locomotive engineers and if considered in its proper relations 
to diesel engine practice might result in a completely new con- 
ception of motive power. Before this takes place the traditions 
locomotive engineers must be irrevocably set aside for 
new ideas. x 

In the building of coaches, the common theory of these mobile 
structures involving separate frame and body must be discarded 
in favour of a scientifically designed body which in itself forms 
the structure. This technique has been tried already with 
excellent results and considerable lightening. It would be safe 
to prophesy that this type of vehicle will be adopted in all 
post-war construction, and extensive use of the lighter alloys 
und plastics will be incorporated in passenger and other vehicles. 
There are few questions of greater moment than that of weight, 
for speed, acceleration, wear and tear of track, are bound up 
with it. Moreover, the time is not far distant when the public 
will demand air conditioning of trains, and this will probably 
involve the addition of such units to each coach. All of this 
will tend to increase the amount of gadgets already carried by 
coaching stock. The application of light alloys and plastics can 

blended as to give a much brighter and cleaner appearance 
to interiors. 

On the subject of electrification, Lord Brabazon rightly com- 
pliments the Southern Railway on its highly creditable schemes 


pac king 
reduce 


be so 


and fine organisation which have so much improved travelling 
conditions in the southern counties. In reproaching the 
L.N.E.R. he omits to mention the main line electrification 


between Sheffield and Manchester, which but for the war would 
by now have been in operation, or the extensive electrification 
schemes in the London area in conjunction with the London 
Passenger Transport Board. He might very well have included 
the L.M.S.R. for its failure to electrify the former London- 
Tilbury-Southend section which represents an ideal case for the 
application of the principle. It is difficult for the layman to 
understand why electrification has been so slow in this country. 

[here is one point which the writer omitted from his catalogue 
of problems to be tackled, and that is the slowness of cross- 
runs and the necessity for action to accelerate these 
journeys. A study of time tables for years past reveals little 
or no improvement on these lines. One typical journey between 
two important towns, a distance of 80 miles, takes never less 
than 5 hours. and sometimes 6 hours. A new conception of 
cross-country running must be evolved in which the use of 
diesel or diesel-electric will have a prominent place and a series 
f inter-connections by buses will remove the lack of co-ordina- 
ion which obtains now in so many localities. The common 
question as to why buses and trains do not inter-connect is a 
burning and unanswered one. 

Lord Brabazon has also touched upon another important tech- 
nical question—that of bogie oscillation, or what he terms 
“ hunting,’’ and it would seem that in an age of such outstand- 
ing scientific developments our designers should be able to cope 
with this trouble finally and conclusively and eliminate it from 
railway running. Of recent years oscillatiori does not seem to 
have been reduced; in fact on some lines it is worse. With it 
is associated that distressing brake-rigging vibration which should 





country 
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be restrained or deadened by measures such as Silentbloc bushes, 
closer limits, or restraining dampers. The combination of 
oscillation and brake-rigging vibration is very disturbing. Some- 
times it is even alarming to passengers located over the bogie, 
and the fact remains that it is possible to design coaches which 
are entirely free from this trouble. 

The vexed question of small wagons also recurs. There is 
much to be said for the more extensive use of containers, and, 
in the case of specialised traffic, for larger wagons, but the 
question is so involved with the capacity and needs of small 
traders that it must be looked at in great detail before any 
drastic change can be made. 

In all suggestions for railway reforms, ideas for a better food 
or refreshment service are always put forward, and although 
the writer of the article makes no positive suggestions in this 
respect, he does at least indicate that a much better service is 
needed. With this the majority of the public would _ heartily 
concur; and anyone who has travelled much on the Continent 
could indicate buffets which might serve as admirable examples 
for our British railways. 

It is gocd to see that Lord Brabazon takes a tilt at the 
booking office. A more cumbersome or ill-conceived method 
of purchasing tickets cannot be imagined, and they remind one 
forcibly of depressing relics of old railway days. The counters 
are at the wrong height for receiving change; the lighting is 
often poor, and it is almost impossible to hear what the clerk is 
saying. The L.P.T.B. and the L.N.E.R. at a number of 
their stations, have a much better system. 

There is, indeed, room for reform and the burning question 
is whether railways are prepared to carry out the essential 
points readily and quickly and what, if any, plans are being 
considered for after the war. The time is ripe for this to be 
done. In its position as a basic British industry the railway 
companies should attract the best brains in any of the pro- 
fessions involved in railway operations. The question arises 
whether the scale of railway salaries is able to retain the most 


brilliant technicians and engineers to carry out these urgent 
projects. This is a point of the highest importance, for until 


a re-orientation takes place as to the value of professional 
services brilliance and driving power will be missing from our 
railways. 
Yours faithfully, 
T. LOVATT WILLIAMS 


Plans for Electrification affecting Liverpool 
Street Station 


Clacton-on-Sea. January 20 
To THE Epitor oF THE RAILWAY GAZETTE 

Sir,—Before the war people like myself who _ travelled 
frequently from East Anglia to Town used to watch the progress 
of the works which the L.N.E.R. were carrying out between 
Liverpool Street and Shenfield. The late Mr. H. H. Mauldin 
very kindly explained the scheme to some regular travellers who 
were interested and it appeared that only the slow lines were 
to be electrified for suburban working while steam locomotives 
would run on the main lines as usual. I wonder whether the 
stoppage of the work by the war doesn’t offer an opportunity 
for broadening the basis of the scheme and abolishing steam 
working into Liverpool Street. 

If the City of London is to be rebuilt in a style worthy of our 
capital and districts like Bethnal Green and Stratford are to be 
improved, it seems necessary to get rid of the smoke, dirt and 
noise caused by the steam engines employed on the railway. 
Why should main-line trains not be worked between Liverpool 
Street and Shenfield by electric locomotives, leaving the steam 
engines to haul the trains in the open country beyond? The 
electrics would save so much time in running, especially up the 
Bethnal Green and Brentwood banks on the outward journey, 
that the exchange at Shenfield would not slow_down the trains. 

I appreciate that the lines from Liverpool Street to Enfield 
and Bishop’s Stortford would likewise have to be electrified, but, 
judging by the success of every extension of electric working 
on the Southern Railway, the changeover would pay. Four or 
five years ago, I thought the Shenfield scheme was most enter- 
prising, but, thinking over the plan again in these days when 
reconstruction is the popular watchword, it looks as though the 
company will miss a great chance of conferring a blessing on us 
all if it does not make a clean sweep of coal-burning engines for 
train haulage within the London Passenger Transport Area. 
These locomotives could of course continue to run to Stratford 
shops for overhaul and repairs. Doubtless new facilities would be 
needed at Shenfield and Bishop’s Stortford, but the Government 
would surely assist the company, if need be, to construct these. 

It would be interesting to have your views, or those of some 
of your readers, on the subject. 

Yours truly, 
EAST ANGLIAN 
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The Scrap Heap 
STAFF SUGGESTIONS 
Among the 1,000 suggestions made by 
London Transport employees during 
1943 are a device to prevent fuel tanks 
overflowing when they are being filled at 
night; a new type of burner for hurri- 
cane lamps, which saves fuel; and an im- 
provement in connection with driving- 
mirrors on trolleybuses. Of the total 
suggestions 260 were deemed to merit 
awards. 
* * * 


A large proportion of the Christmas 
parcels mails arriving in this country for 
U.S.A. forces has been dealt with through 
two L.M.S.R. connected ports, from 
which approximately 170,000 bags have 
been distributed by rail. It was neces- 
sary for the L.M.S.R. to provide 30 
special trains conveying a total of 892 
vehicles for the movement of the traffic. 
During the peak arrival period, 90 wagons 
a day were loaded and dispatched. 


* * * 


TESTIMONIAL 

They [the railways] are also thinking 
today in terms of direct air services be- 
tween this country and every European 
capital (where they would not suffer the 
embarrassment of looking down upon 
their own superlative surface transport 
system!), operating 25- and 50-seater 
aircraft incorporating their traditionally 
excellent cuisine.—From The Aeroplane. 


* * * 


The Crimean War, which began in 
1853 and terminated in 1856 on the 
signing of the Treaty of Paris, had its 
repercussions on a Canadian railway. The 
conflict ninety years ago caused great 
apprehension in Canada and the directors 
of the Grand Trunk Railway Company 
of Canada “‘ deemed it prudent ’’ owing 
to the prospects of a general war in 
Europe “‘and the consequent probable 
depression of all securities,’’ to apply to 
the Provincial Government for privileges 
in the form of a guarantee. This infor- 
mation was included in the proceedings 
of the first meeting of the shareholders of 
the Grand Trunk, held at Quebec, July 
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27, 1854, an account of which was 
printed for distribution to the share- 
holders. The Hon. John Ross, president, 
was in the chair, and the reports were 
read by Sir C. P. Roney, Managing 
Director in Canada. 

The company had taken over the St. 
Lawrence & Atlantic Railway between 
Portland and Montreal, and stated that 
it had been received in ‘‘ a state unfit for 
working.’’ The President reported that 
‘‘last winter (1853) was the _ severest 
known in Canada East for several years 

’* The pamphlet account of the 
meeting contained a report from Mr. 
Alexander M. Ross, Engineer-in-Chief, 
recording that land required for the ter- 
minal stations at Montreal and Toronto 
had been purchased. Two years later, in 
1856, the line was opened for traffic, and 
today it forms the Canadian National 
System route between these places. 


RECORDS 


Some interesting statistics have been 
made public recently concerning the rail- 
ways of the United States. With 6 per 
cent. of the world’s land area and less 
than 6 per cent. of its population, the 
U.S.A. holds 30 per cent. of the world’s 
railway mileage—229,174 out of 788,672 
route miles of line, according to the latest 
figures. 

The United States has a mile of line to 
every 13 sq. miles of land area, and a 
mile to every 563 persons among the 
population; the corresponding world 
average figures are 100 sq. miles and 
3,628 persons. In single-track mileage, 
the United States owns 399,627 miles, or 
sufficient to lay 126 parallel tracks from 
New York to San Francisco; if these 
tracks were laid end-to-end, it would 
take a train running continuously at 
60 m.p.h. 279 days to complete the 
distance. 

Three American States possess over 
10,000 miles of line—Texas, with 15,865 
miles; Illinois, with 11,777 miles; and 
Pennsylvania, with 10,088 miles—while 
seven others have between 7,000 and 
9,000 miles. There are more miles of rail- 
way in the United States than in the 
whole of the rest of the world combined, 
excepting Europe and Canada; that is, in 
Asia, Africa, Australia, and South 
America combined. 


AMERICAN RAILWAY 


Many schoolboys have been among those who have given the railways part-time assistance in 


engine cleaning. 


Above is a group of Eton boys busy on a G.W.R. 2-6-2 tank engine 


January 21, 1944 








) 








ishing you 
© all the Best 
and Stil Better 


Hunting in 194-4. 








Af 
EXCELSIOR 
The temperature was faliing fast, 
As through a railway office passed, 
A youth who bore mid snow and ice, 
A banner with this strange device, 
‘‘ We must save more.”’ 
‘*O Stay ’’ the typist cried ‘‘ and test 
The temperature inside my vest. 
It really is too cold to type.”’ 
He only answered ‘‘ Don’t talk tripe 
We must save more.”’ 
The tracer said, ‘‘I am so cold, 
My pen and bows I cannot hold. 
I really think it isn’t right.’’ 
He said ‘‘ You only need one light, 
We must save more.”’ 
Then to the boiler shop he went, 
On hunting air leaks he was bent, 
For leaky hose and run down drills, 
We’re running up the power pills, 
‘* We must save more.”’ 
The smithy had a cheerful glow, 
But on the roof there was a row, 
Of pipes which belched out clouds of 
steam, 
Which caused our youth once ‘more to 
scream, 
‘* We must save more.’’ 
The boiler men were looking glum, 
Because a load of slack had come, 

In place of their accustomed grade, 
Quoth he ‘‘ Let’s show we’re not afraid, 
We must save more.”’ 

And thus from shop to shop he passed, 
Until he reached his goal at last, 
And on the day that Jerry quit, 
Could say ‘‘ We too‘have done our bit, 
We have saved more.’’ 
Bn. WI. 


(The above greetings card and verse has 

been sent by Mr. C. E. Fairburn, Acting 

Chief Mechanical Engineer & Electrical 

Engineer, L.M.S.R., to the Fuel Effici- 

ency Officers in the works of the 
company). 


* * * 


‘* BILLY 
Goebbels has launched a new propa- 
ganda figure after his recent campaign to 
popularise ‘‘ Freddy Fearnought,’’ a 
Teutonic version of the London Passenger 
Transport Board’s ‘‘ Billy Brown of 
London Town.’’ His name is Grubel- 
mayer, the sense of which seems to be 
‘“Mr. Nevergrouse.’’ Pictures of ‘him 
have made their appearance on factory 
walls throughout Germany along with 
exhortations to keep production at 4 
maximum and to waste no materials. 
‘“He has become a national figure”’ 
according to the German wireless. 


GOEBBELS COPIES BROWN ’ 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


UNITED STATES 


Constructional Works 

In connection with a relocation of 1} 
miles of its line near Langtry, Texas, the 
Southern Pacific is building a high-level 
bridge over the Pecos River. This is to be 
1,300 ft. long, with a cantilever deck-truss 
centre span of 375 ft. and six piers, and some 
150,000 cu. yd. of approach embankment, 
400 yd. downstream from the present 
brid¢ A contract already has been placed 
for the earthwork, and the steelwork, 
totalling 2,410 tons, is to be let to the 
3ethlehem Steel Corporation. The work, 
which will cost $1,500,000, is expected to 
be completed in the latter part of 1944. 

On the Chesapeake & Ohio Railway, 
additional tracks and crossovers are being 
provided between Newport News and 
Oriana, Virginia, and also at Peach Creek, 
West Virginia, at a total estimated cost of 
$343,500. The opening out of tunnel 
approaches at Jerry’s Run, Virginia, and 
Caldwell, West Virginia, is to cost $200,000 ; 
and a four-stall addition to the engine shed 
at Charlottesville, Virginia, is estimated at 
$62,000. Contracts for these works have 
been let 

lhe Northern Pacific Railway is building 
a locomotive shed at Valley City, North 
Dakota, and extending that at Mandan, 
in the same State, at a cost of $74,500. 


The Olympian Derailment 
An accident which might have had con- 
derably worse consequences occurred 
as briefly recorded in The Ratlway Gazette of 
October 22, 1943, at 5.40 a.m. on October 14 
Paragon, Montana, 10 miles west of 
es City, and 1,129 miles from Chicago, 
he Chicago, Milwaukee, St. Paul & 
Pacific Railroad main line from Chicago to 
Tacoma, as a result of a landslide. The 
line, opened in 1906, is on an embankment 
at this point, and runs parallel to and about 
200 ft. from the Yellowstone River; it has 
never previously given trouble. The slip 
began at the foot of the embankment, just 
as the coach section of the eastbound 
Olympian was approaching ; the engine and 
tender cleared the slip safely, but the 12 
coaches were derailed. Some of the latter 
fell to. the bottom of the embankment 
immediately, and others followed as the 
slip continued to develop. Fortunately, no 
passengers were killed, although five were 
seriously injured, and sixty complained of 
scratches and bruises. 


Missouri Pacific Improvements 

The main line of the Missouri Pacific 
Railroad from St. Louis to Kansas City, 
which is double for 126 miles westwards 
from St. Louis, has alternative routes from 
Cole Junction onwards. The southern 
route, via Sedalia, is the shorter (279 miles 
to St. Louis), and is used by the passenger 
service; but it is more heavily graded. 
The northern route, via Boonville, borders 
the Missouri River throughout, and is used 
by the heavy freight service, as it is prac- 
tically level, although 9 miles longer; over 
this the latest ‘‘ 2100” class and “‘ 2200” 
class 4-8-25 can move trains of 125 bogie 
wagons without difficulty. Automatic 
colour-light block signals now in course of 
installation between C.C. Junction and Eton, 
will, when complete, give automatic block- 
signal protection throughout over this 
freight line, and will bring to a total of 
2,722 the single-track mileage so equipped 
on the M.P.R. Some extensive work is 


also being being carried out in lifting the 
track, and in protecting it in various ways, 
along the Missouri River, as a result of 
experience gained from the disastrous 
floods of 1941 and 1943. 

An improvement is being carried out at 
the Kansas City end of the passenger main 
line to St. Louis, via Sedalia; from Inde- 
pendence this is being doubled for nearly 
two miles to facilitate the working of east- 
bound fast freight trains. Previously, if 
such trains were stopped at the entry to 
the single line, it was on a gradient of | in 
70, but as a result of the doubling, the 
single track will be entered on a gradient of 
1 in 218, and the working will be facilitated. 


BRAZIL 


National Coal 

A notable increase occurred during 1942 
in the coal output of Brazil. Complete 
figuies are not available, but information 
obtained from the Consércio Administrador 
das Empresas de Mineracgéo, which controls 
the mines of Sao Jeronimo and Butia, the 
principal sources of production in the State 
of Rio Grande do Sul, and is responsible for 
80 per cent. of the country’s production, 
shows that the output of these two mines 
in 1941 totalled 1,062,236 tons, and in- 
creased to 1,310,406 tons in 1942. Produc- 
tion in 1941 was hampered by heavy floods, 
but even so the increase during 1942 was 
considerable. It is estimated that the 
output in 1943 will have been 1,500,000 
tons. Production figures for the last six 
years were as follows :— 

Tons 
. eee eee 656,712 
. ane ose oss 728,716 
1939... eee vee 834,565 
1940... mes .-» 1,058,403 
i, or ase .-. 1,062,236 
SE. .<s ose .-. 1,310,406 

The intrinsic value of the coal ouput of 
Brazil can be put at Cr. $200 million, 
although its indirect value cannot be cal- 
culated in terms of money or tons. The 
difficulties attached to transport last year 
made evident the importance of coal as a 
national asset. Fairly long hauls are 
involved in the transport of coal, found in 
the extreme south, to the principal indus- 
trial centres; but they are not to be com- 
pared with the distances covered by 
imported coal. Transport from the U.S.A., 
even in normal circumstances, represents 
eight times, and that from Great Britain 
ten times, the period taken for the transport 
of coal from the Rio Grande do Sul. 

It is largely due to national coal that the 
railways have been able to maintain their 
services without excessive restrictions. The 
Central Railway, for example, increased 
consumption of the national product from 
65,745 tons in 1938 to 248,129 tons in 1942 ; 
and during the same period consumption of 
imported coal fell from 570,885 to 192,506 
tons. In 1942, for the first time in history, 
Brazilian railways consumed more national, 
than imported, coal. The difference in 
quality persists, but the fact that the Cen- 
tral Railway was able to reduce consump- 
tion for every thousand ton-km. from 130 
tons in 1938 to 65 tons in 1942, to whatever 
extent this may have been due to the cutting 
down of waste, proves that the national 
product is not without utility. 


Paulista Railway Results 


The annual report of the privately- 
owned Paulista Railway Company for 1942 
reveals that the year’s working was, in 


61 


general, satisfactory. Receipts amounted 
to Cr. $162,429,860, compared with 
Cr. $141,509,147 in 1941, and expenses 
were Cr. $117,838,789, against Cr. 
$104,784,587. Considering the difficulties 
arising from the war, the isolation of 
foreign markets, and reduced maritime 
transport, the net profit of Cr. $44,591,071, 
and the working ratio of 72 per cent., may 
be considered good. With the exception of 
coffee tonnage, which declined from 323,246 
tons in 1941 to 268,471 tons, the principal 
categories of traffic showed substantial 
increases, as follows :— 
1941 1942 

6,092,876 6,190,975 
665,972 749,993 


110,744 128,388 
2,941,917 


Passengers 

Animals ove 
Parcels (tons) oe 
Other goods (tons) ... 
Ton-km. éaa one 

After adding to the net profit of 
Cr. $44,591,071 the sum of Cr. $7,843,683 
brought forward from 1941, the total surplus 
of Cr. $52,434,754 was distributed as 
follows : dividends, Cr. $35,000,000; 
provision fund, Cr. $332,677; forest ser- 
vices fund, Cr. 3,496,581; income-tax 
arrears Cr. $2,000,000; reserve fund 
Cr. $2,129,553; leaving a balance of 
Cr. $9,475,942 to be carried forward. 

The fund for amortisation of the 
company’s foreign debt stood at 
Cr. $113,324,584. The improvements and 
traffic expansion fund remained unchanged 
at Cr. $25,200,000, although the reserve 
fund improved to Cr. $5,492,449. In 
accordance with Decree No. 4,202 of 
March 10, 1927, a surcharge of 10 per cent. 
had been made on all tariffs in force to 
provide for general improvements, and 
amounts credited to this fund up 
to December 31, 1942, totalled 
Cr. $165,396,042. The forest services fund 
stood at Cr. $19,413,615. Capital at charge 
was shown to be Cr. $525,039,438 on 
December 31, 1942. An issue of share 
capital amounting to Cr. $60,000,000 was 
announced to take place in 1943. 

During the year under review improve- 
ments were carried out on the sections 
between Quintana and Tupan, and Itirapina 
and Perderneiras. In consequence of the 
widening of the gauge between Itirapina 
and Perderneiras, and the electrification up 
to Jaha, the intense traffic over the 1-60- 
metre gauge called for more wagons of that 
gauge, which imposed the conversion and 
transfer of numerous closed and open 
wagons from metre-gauge lines. 


3,180,067 
753,005,608 788,662,503 


SWITZERLAND 


Federal Railways Budget 


In the preparation of the Federal Rail- 
ways budget for 1944, the administration 
again has endeavoured to steer a course 
consistent both with the necessity for main- 
taining lines and equipment in a condition 
to cope with the present exceptionally- 
heavy traffic, and with that of keeping 
expenditure as low as possible in spite of 
increases in the costs of materials, depre- 
ciation, and staff. The limit of frs. 25 mil- 
lion adhered to for several years for the con- 
struction account cannot be observed, due 
to the higher prices and salaries, and the 
figure for 1944 is frs. 33-6 million, of which 
frs. 8-3 million is for electrification. 

Receipts, based on an average of the 
1938 and 1942 results, are estimated at 
frs. 393-5 million, and working expenses 
at frs. 326-3 million. Maintenance and 
renewals account for frs. 73-6 million, and 
fuel, lubricants, and similar supplies for 
frs. 59 million, representing increases of 
frs. 5-3 million and frs. 13-3 million, respec- 
tively, over the 1942 figures. The estimated 
deficit is frs. 68-4 million. 
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Electric-Energy Conservation and Fuel Supply 
Problems 


Summaries of two papers read by representatives of the 
Southern Railway and the London Passenger Transport Board, 
respectively, at the fifth railway fuel-economy conference 


recorded in our last week’s 
a conference of delegates 
representing engineering departments of 
the British railways and the London 
Passenger Transport Board was held at 
Charing Cross Hotel on January 12. Mr. 
V. A. M. Robertson, C.B.E., M.C., Civil 
Engineer, Southern Railway, presided. 
Mr. E. J. Missenden, General Manager, 
Southern Railway, attended the opening 
of the conference 

In the course of reading a paper on 
‘‘ Economy in Energy Consumption with 
Electric Traction,’’ Mr. W. J. A. Sykes, 
Electrical Department, Southern Rail- 
way, pointed out that, so far from being 
pec uliar to war conditions, economy in 
consumption of energy represented a 
normal ideal in any electrification scheme 
Y electrification pro 


A°> briefly 


issue, 


Generally speaking, 
jects, in England at least, had come 
under consideration only when traffic 
density with steam haulage had reached, 
x threatened to reach, a point at which 
the higher acceleration and = higher 
schedule speeds attainable with electric 
working began to be attractive. In the 
case of multiple-unit working, there was 
decrease in train-shunt- 
termini which 
energy 


1 considerable 
ing movements at 
enabled economies in 
obtained. 

he capital cost involved in conversion 
electric working was as a 
rule c¢ nsiderable, and boards of directors 
insisted that should be kept to the 
minimum consistent with safety and effi- 
ciency Therefore, before any electrifica- 
tion scheme was submitted, all skill and 
experience had been brought to bear on 
the problem, and much careful thought 
had been given to economy. The merits 
of various technical schemes were 
balanced against the degrees of main 
tenance attention likely to be required, 
and it would be appreciated that ex 
tended experience of operation and main- 
tenance of existing systems not only 
eased the planning of extensions, but 
enabled the planners to adopt still more 
economical and efficient methods. 

Obviously the weights of vehicles 
should be kept as low as possible; at the 
same time, too-airy methods of construc 
tion would have unhappy results under 
the severe conditions of electric-traction 
service. Where geared motors were used 
on all Southern Railway electric 
rolling-stock), the selection of the most 
favourable gear-ratio, to combine the 
maximum of acceleration with suitable 
average or maximum speeds, was a 
matter of careful study. It was, he 
thought, generally accepted that stream- 
lining was worth while only on high-speed 
trains. 

In his view the adoption of an aero- 
dynamic profile for the front of a train 
was of little use; for best results the whole 
train should be streamlined, and _ the 
application of that principle presented 
many difficulties in the cases of trains of 
varying lengths and formations. The ob- 
ject of his somewhat lengthy introduction 
was to bring out the fact that it was in 
generai difficult to achieve any qualita- 
tive economies in energy required by the 
electrical equipment as installed, and that 
in present conditions the only saving 


trom steam to 


cost 


(as 


practicable was a quantitative one result- 
ing from less use of the available stock. 
far as electrically-operated rolling 
stock was concerned, the energy require- 
ments might be classified under three 
heads: (1) power supplied to traction 
motors, and to control auxiliaries such as 
air compressors and motor generators; 
(2) coach heating; and (3) coach lighting. 
The first naturally presented the greatest 
requirement, although it might be a 
matter of surprise to some how large a 
proportion of the winter load on the dis- 
tribution system was made up of energy 
required for heating purposes. 


»Oo 


Purposes 

In the last two years before the war, 
car-miles run by electric stock on the 
Southern Railway had averaged some 220 
million a year. That had required the 
expenditure of some 530 million units of 
electricity, representing some 350,000 
tons of coal. The present electric service 
necessitated the running of some 164 
million car-miles a year; the energy 
consumption was some 409 million 
units, requiring about 270,000 tons of 
coal. 

Combined with some heating and light- 
ing economies (to be mentioned later), the 
reduction in car-mileage therefore had 
made possible a yearly saving of some 
80,000 tons of fuel, or about 23 per 
cent. of the pre-war total. Apart from 
heating and _ lighting economies, that 
saving clearly had been the result of re- 
ductions in service alone, since it had 
been necessary to maintain pre-war 
schedule speeds. There had been no 
appreciable reduction in energy consump- 
tion a car-mile. 

The Southern Railway always had 
operated by a method which ensured that 
the motorman was able to work his train 
with the lowest practicable energy-con- 
sumption. The control equipments on all 
electric stock were designed to produce 
iutomatically the correct rate of accelera- 
tion, taking all factors into account. All 
runs were well within the capacity of the 
motors, and much coasting was possible 
when operating to normal schedules. 
Coasting was very important from an 
energy-saving point of view. One of the 
main features of electric traction was the 
high rate of acceleration obtainable, and 
it might be shown that, within reason, 
with a given size of motor, the quicker 
a train reached its maximum journey- 
speed the less would be the energy 
required to propel it between any two 
stations. 

If the 
sufficiently low, 
to be kept on until the brakes were 
applied, and in_ those circumstances 
almost the whole of the energy of motion 
given to the train would be dissipated in 
the brakes and appear as heat in the 
brake blocks and wheels. As the rate of 
acceleration was increased, by keeping 
the current on all the time the train 
would take less and less time to cover 
the distance; but if it were allowed the 
same time for the journey, then current 
might be cut off at some point and the 
train allowed to ‘‘ coast’’ with motors 
idling until it became necessary to apply 


(1) Energy for Traction 
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the brakes. In that case, part of the 
energy given to the train was employed 
usefully in keeping it moving, although 
speed would fall gradually through oppos- 
ing forces due, for example, to wind 
resistance, and friction in journals. An 
advantage of that drop was that brakes 
were applied at a lower speed than would 
be the case were the current on all the 
time, and the result of this was less heat- 
ing, and less wear of brake blocks and 
tyres. 

The higher was the braking rate, the 
longer might the train be allowed to coast 
before braking; provision for reasonably 
quick stops therefore was desirable for 
economical running. Thus, instead of 
the whole energy-input which appeared 
as momentum in the train being used in 
the brakes, in favourable circumstances 
only some 45 per cent. was expended in 
that way. Furthermore, in the case of 
Southern Railway trains, the current was 
only on for some 30 to 50 per cent. of 
the journey-time, depending on the type 
of service. 

Coasting boards had been provided at 
the sides of tracks to indicate to 
motormen the most satisfactory points ‘at 
which to cut off power. Much care had 
been taken to position those boards 
which represented an essential feature otf 
the electrification system, and had been 
in use since the opening of the original 
South Western scheme in 1915. After all 
efforts on the technical side had been 
made, the final result was in the hands 
of the motormen, who often had difficult 
parts to play. All those efforts would 
have been thwarted by the demon waste 
had it not been for the magnificent co- 
operation of the men _ responsible for 
driving the trains. That co-operation 
was especially important on the longer 
non-stop runs, such as Waterloo-Woking, 
or London-Brighton, for which it was not 
possible to establish fixed coasting- 
marks, and where reliance had to be 
placed wholly on the motormen. More 
or less ‘‘ unofficial ’’ shut-off arid switch- 
ing-on points had been determined, and 
those had been observed loyally wherever 
running conditions made it possible t 
do so. 

(2) Heating 

The installed full-heat capacity on all 
electric stock of the Southern Railway 
amounted to more than 14,000 kW, 
made up of some 36,000 300-watt and 
6,000 500-watt heaters, besides air-con- 
ditioning plants on the dining and 
restaurant cars. In pre-war seasons elec- 
tric heating had been made available from 
October to April, inclusive; full heat had 
been switched on in all trains when the 
temperature at any one of a number of 
selected points had fallen below 48° F. 
For main-line services, ‘‘ half-heat ’’ was 
provided when the temperature fell 
below 55°F. The present intention was 
for the heating season to extend from 
November 1 ta March 31, the temperature 
limits to be reduced to 45° F. for ‘‘ full 
heat,’’ and 50° F. for ‘‘ half-heat.’’ 

Although that would effect a. consider- 
able saving, there was insufficent informa- 
tion available to show the exact saving in 
fuel, as its determination depended on a 
variety of factors, of which the most im- 
portant was the state of the load on the 
whole system during the time when heat 
was switched on or off. It was possible, 
however, to give an approximate esti- 
mate, which might be put at 5,000 tons 
of coal during every month when heating 
was not used. It scarcely needed to be 
emphasised that it was inexpedient to 
carry that type of economy too far, as 
too-drastic lowering of the standards of 
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lling comfort might lead to impair- 


trav‘ : 
of public health. 


ment 
(3) Lighting 

‘Before the war, the standard of light- 
ing had been very high, and had averaged 
120 watts a compartment. Wartime con- 
ditions necessitated a heavy reduction in 


non-corridor trains, in which lighting 
attendants were unable to keep watch; 


one 25-watt white lamp and one under- 
run blue lamp had replaced the two 60- 
watt lamps previously provided, thus 
achieving automatically an economy of 
lighting energy of about 70 per cent. in 
some 2,600 coaches, which formed about 
80 per cent. of the total stock in com- 
mission, or an overall economy of some 
56 per cent. of installed capacity. 
Recently, in response to popular 
demand, improvements had been made in 
coach lighting which had necessitated a 
slight increase in expenditure of energy. 
In Southern suburban stock, the blue 
lamp had been replaced by a second 25- 
watt white light, an alteration which had 
reduced the overall economy due to war- 
time lighting from 56 per cent. to some 


47 per cent. of the lighting load. Many 
suggestions had been submitted by the 


public—some for improving lighting, and 
others for avoiding spillage of light from 
open doors. Apart from the actual 
increases in lighting energy required by 
some schemes, put forward at a time 
when stringent fuel economies were being 
demanded, the wholesale alterations to 


lighting circuits proposed would have 
required masses of fittings and other 


material in short supply, besides occupy- 
ing the whole of the railway maintenance 
staff in erection work for the duration of 
the war; and all such schemes so far 
submitted had been found impracticable. 


Fuel Supply Problems 


At the conclusion of Mr. Sykes’ 
uddress, Mr. W. A. Worth, Chief Supplies 
Office, London Passenger Transport 
Board, read a paper on ‘“‘ Fuel Supply 
Problems.”’ 

Mr. Worth said that the peacetime fuel 
requirements of the railways amounted, 
pproximately, to 16,000,000 tons a year, 
of which more than 90 per cent. was 
required for traction purposes, in the form 
either of large coal for locomotives, or 
of small coal for electric power stations. 
As they were setting out, really, to buy 
steam, it was the endeavour of the buy- 
ing, in conjunction with the using, 
departments to purchase the most suit- 
ible qualities, all things considered. As 
the result, however, of the Coal Mines 
Act, 1930, and subsequent amendments, 
it had become increasingly difficult imme- 
diately before the war to exercise com- 
plete freedom of choice, due to Govern- 
ment control and inter-district co-ordina- 
tion. Subject to restrictions, close 
collaboration between the technical and 
commercial departments of the railways 
had resulted in the selection of the best 
types of coal for the purposes. The aim 
was to produce steam at the lowest cost, 
and to operate locomotives and power- 
station plant with the greatest efficiency. 
The qualitative variation inherent in coal, 
not only between districts but also ‘be- 
tween individual pits, and the _ geo- 
graphical considerations which largely 
dictated obvious areas of supply had 
made it necessary for plant to be designed 
to burn types of coal most readily avail- 
able. That had an important bearing on 
wartime problems, particularly as to sup- 
plies for power stations, as suggested 
alterations in types of coal and sources 
of supply had to be examined carefully 
in relation to existing equipment. 
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The railways had a number of wagons 
ear-marked for locomotive coal; the 
balance of requirements was made up 
from common-user stock. Some of those 
wagons ran on a shuttle service, that was 
to say, empty from locomotive shed to 
pit, returning under load. It was aimed 
always to keep them moving, to secure 
the maximum number of journeys. 
Arrangements had been made for the con- 
veyance of as much as possible in train 
loads, thus ensuring adequate supplies to 
depots with high consumptions, and facili- 
tating turn-round of wagons. In normal 
circumstances, railway coal offices, 
through their knowledge of depot stocks, 
consumption, and types of coal required, 
arranged the dispatch of loadings to cover 
operating needs, with the ideal of meeting 
current requirements from supplies in 
wagons, rather than having recourse to 
the reserve stocks which were laid down 
to meet emergencies. Reserve stocks then 
could safely be kept at comparatively low 
levels, so avoiding idle capital, and losses 
from oxidisation and breakage. 

Turning to wartime conditions, Mr. 
Worth said that, after the outbreak of 
hostilities, railway policy had been co- 
ordinated and joint meetings held to dis- 
cuss common problems. Subsequently a 
special committee had been formed, with 
access to the Ministry of Fuel & Power, 
to deal with railway coal matters. Diffi- 
culties had arisen, and presumably would 
continue to do so, under two heads: 
quantity and quality. 

As to quantity, during the early part 
of the war coal reserves, in the main of 
contract quality, had been laid down to 
meet interference by enemy action, abnor- 
malities in weather, and exceptional use of 
the railways. During the first half of 
1942, however, these reserves steadily 
had dwindled due to inability to obtain 
sufficient coal from the collieries for cur- 
rent requirements. Reserves were spread 
over the large number of locomotive 
depots when sufficient coal could not be 
supplied to meet current requirements, 
they had to be made good by diversion 
of supplies destined for other depots, or 
by drawing on reserves at depots where 
the necessary labour is available. The 
vicissitudes of the supply position, the 
effects of increasing shortage of manpower 
in the mining industry, and the growing 
demands for war operational, and for indus- 
trial purposes, soon had made it apparent 
that it might not be possible for the rail- 
ways to regain their working reserves of 
coal of the early part of the war. It 
had been considered, therefore, that, if 
the railways were to operate on a lower 
margin of reserve, arrangements would 
have to be made for contract quantities 
covering normal consumption to be main- 
tained, and for the prevention of diver- 
sion of railway coal to other sources, 
unless agreed with the Ministry of Fuel & 
Power to meet emergencies. In consulta- 
tion with the Ministry, weekly pro- 
grammes of deliveries were scheduled to 
provide certain quantities of coal to be 
made available from the respective sup- 
plying districts. It was not ‘always 
possible to guarantee deliveries in accord- 
ance with the programme, but, generally 
speaking, advice of impending diversions 
was given, when the shortages to some 
extent could be adjusted between the 
companies by mutual agreement. 

The pressure for output and shortage 
of manpower at the mines had resulted in 
certain cases in a deterioration in quality, 
due to inadequate hand picking and/or 
screening. Further, the diminishing avail- 
ability of known locomotive coal had re- 
sulted in the inclusion in railway 
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deliveries of less suitable types. Although 
normal supplies for use in locomotives 
were mainly of the large screened variety, 
in present-day conditions it was quite 
usual for brights, unscreened _ coal, 
briquettes, gas coke, and outcrop par- 
tially to comprise the railway’s weekly 
rations. These types can be used only 
when mixed with better-quality coal, 
which entailed additional labour at coal- 
ing stages and plants. The poor qualities 
of some substitutes confined their use to 
shunts and short trips, and even then 
difficulties might arise. Further difficul- 
ties had been experienced when, due to 
railway operating problems or other 
causes, large screened coal of good quality 
had had to be conveyed by coastwise ship- 
ment, which had resulted in breakages 
through considerable handling. 

Railway power-stations by no means 
had escaped a share of coal-supply prob- 
lems. Supplies necessarily were concen- 
trated (mainly in vulnerable areas) 
instead of being spread over wide areas, 
as with locomotive coal, and that created 
the necessity for carrying reserve stocks to 
an even greater extent, to guard against 
interruptions to deliveries. The bunker 
capacities at most power stations were 
inadequate for the accommodation of war- 
time stocks, and a proportion must be 
stored on adjacent ground or at the 
nearest available site. One of the greatest 
difficulties was handling from coal stacks 
in times of interruptions to deliveries; 
although on paper there might be suffi- 
cient, it may be impossible to lift at the 
rate of consumption. The general lower- 
ing of quality of available supplies of 
small coal for the generation of electri- 
city, and the lower heat value, had re- 
sulted in reduction in the effective rating 
of boilers, and the bringing into service 
of boilers otherwise kept in reserve. That, 
coupled with the increased frequency of 
boiler cleaning necessitated, produced a 
shortage of boiler capacity. Disposal had 
to be made of more ash. 

Even greater quantities of the best coal] 
would be required for war operational 
purposes. The railways already were 
making their contributions, and would 
continue their efforts, towards using sub- 
stitute fuels. The greatest potential 
source of alternative supply appeared to 
be outcrop coal, but it was obvious that 
suitable preparations must be made at 
the production end to prepare the fuel 
in a manner best suited to railway 
requirements. Unscreened outcrop, even 
of suitable quality, could not be used 
efficiently in its raw state, but where used 
for locomotive purposes must be mixed 
with large coal at the railway coaling 
stages and/or plants. Thus, unless out- 
crop coal was screened, the user was re- 
stricted. In the case of power stations, 
unscreened outcrop was equally unsuit- 
able in its raw state, although for a 
different reason, as it was the screenings, 
instead of what remained on the screen, 
that were required. Even if crushing 
facilities existed, the operation might so 
slow the rate of intake as to make the 
acceptance of unscreened outcrop imprac- 
ticable as an everyday procedure. 

Particular praise was due to locomotive 
firemen and boiler-house attendants for 
their sterling service in dealing with many 
varieties and qualities of coal, often with- 
out previous notice. 

With the continued goodwill of all 
concerned, it was confidently expected 
that future difficulties would be tackled 
with the same determination as _hereto- 
fore, which could result only in the suc- 
cessful overcoming of the railways’ fuel- 
supply problems. 
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United States Transportation Corps’ Achievement 


Manufacture of rolling stock in England 


Brigadier-General Frank S. Ross, Chief of Transportation, European Theatre 
of Operations, and Lt.-Colonel H. U. Bates, Officer Commanding the unit, 


inspecting work on a box wagon 


S briefly recorded in our last week’s 
issue a demonstration of the manu- 
facture of railway wagons and exhibition 
of railway rolling stock was held by the 
United States Transportation Corps on 
January 11, ata depotin England. At this 
depot pre-fabricated parts which have been 
brought from America, thus saving by the 
process of transport about 75 per cent. of 
the shipping space that would have been 
necessary if completed rolling stock had 
been carried overseas, men of the American 
Army Transportation Corps are engaged in 
assembling railway rolling stock for use 
with the Allied armies on the Continent. 
The processes carried out at the depot go 
further than is generally understood by 
“‘assembly,’’ as they involve hot riveting 
and welding, and come nearer therefore to 
manufacture. 

Many of the men engaged on the work 
were trained in the United States railway 
centre at New Orleans, and at the Penn- 
sylvania railway shops at Bucyrus, Ohio. 
One battalion alone, composed of men 
from the Pennsylvania Railroad, has been 
turning out thirty wagons a day. This 
battalion also operates a large transport 
depot where rolling stock is held in readi- 
ness for shipment to the Continent. 

The officer commanding the unit at the 
assembly centre is Lt.-Colonel H. U. Bates, 
formerly of the Pennsylvania Railroad, and 
Brigadier-General Frank S. Ross is Chief 
of Transportation, European Theatre of 
Operations. Colonel Norman A. Ryan, 
Chief of Transportation Corps, U.S. Army, 
E.T.O., directed the unit in building its 
living quarters and shop installations. In 
civil life, Colonel Ryan is General Manager, 
(Lines West), Chicago, Milwaukee, St. Paul 
& Pacific Railroad. 

Among the types of vehicles being erected 
at the centre are 40-ton refrigerator wagons, 
20- and 40-ton gondola wagons, 10,000-gal. 
tank wagons, 55-ton flat wagons, and 20- 
ton box wagons and brake vans. A number 
of special types include troop-carrying 


vehicles and hospital units. Equipment and 
tools are of American manufacture. 

The following shows the processes used 
in the manufacturing line for the building 
of 20-ton box wagons for use overseas. 
The number of men per shift is 66 


Stage 1 
Place underframe on runway. 
Remove parts packed therein. 
Fit pedestals—-springs—buffers. 
Fit draft gear—brake supports. 
Average time—50 min.—9 men. 
Stage 2 
Rivet underframe complete. 
Average time—50 min.- 
Stage 3 
Apply brake cylinder and reservoir. 
Apply brake pipe complete with hose. 
Invert underframe on runway. 
Average time—50 min.—4 men. 
Stage 4 
Wheels placed on runway. 
Journals cleaned—boxes applied. 


8 men. 
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Wagon wheeled—boxes packed. 
Apply brake shoes—beams—handbrake, 
Couple brake rods—test brakes. 
Average time—50 min.—4 men. 
Stage 5 
Fit ends and sides—bolt in place, 
Fit grab irons—bolt in place. 
Average time—50 min.—4 men, 
Stage 6 and 7 Combined 
Set roof—fit and bolt in place. 
Ream rivet holes in roof. 
Ream rivet holes in side and end sills. 
Average time—50 min.—8 men. 
Stage 8 
Rivet side and end sills complete. 
Average time—50 min.—4 men. 
Stage 9 
Rivet roof complete. 
Average time—50 min.—4 men. 
Stage 10 
Fit doors—apply latches. 
Apply corner bolts—grab irons. 
Apply label holders. 
Average time—50 min.—4 men. 
Stage 11 
Touch up paint. 
Stencil—Transportation Corps. 
Stencil—U.S. Army. 
Stencil—Wagon No. and capacity. 
Wagon inspected—report made. 
Average time—50 min.—4 men. 


Also at the depot were some locomotives, 
including examples of the British-built 
2-8-0 ‘“‘austerity’’ type, a Whitcomb 
0-4-4-0, 650 h.p. diesel locomotive, and the 
American-built 2-8-0 ‘austerity ’’ loco- 
motive and a tank locomotive. 

An L.N.E.R. dining car train adapted for 
use as a hospital train was also at the depot 
Tiers of beds have been fitted in a number 
of coaches, and others contain accommoda- 
tion for stretcher cases. There are also J 
administration offices, a pharmacy, and 
an operating theatre. 

The assembly shop has six sets of rail 
tracks and is amply provided with sidings 
It is one of several which the U.S. Trans- 
portation Corps is operating in this country 
and in which can be erected any kind of 
rolling stock needed in connection with the 
invasion of Western Europe. 








PROPOSED URUGUYAN RAILWwaAy.—The 
sum of 615,000 pesos has been allocated 
to an extension of the Uruguayan State 
Railways from the present railhead of 
Blanquillo northwards towards the frontier 
of Brazil. A map of the railways of 
Uruguay, indicating ownership and gauge, 
was published in our issue of July 30 last, 


A general view in the bogie section of the depot 
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thea ae United States 
Transportation Corps 
in Great Britain 


(See article on opposite page) 


Left: An interior view of the shop at 
the depot, showing work in progress 
on the frame of a box wagon 
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magnitude of the work being undertaken 


A general exterior view of the depot, which gives a good impression of the 
by the unit 
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L.N.E.R. All-Line Operating School at Darlington 


Right: Sir Charles Newton, Chief 


General Manager. L.N.E.R.. 
unveiling the plaque in the 
lounge of the school during the 
opening ceremony. On the left 
of the plaque is Mr. C. M. 
Jenkin Jones, (Divisional 
General Manager. North 
Eastern Area), and on _ the 
extreme right is Mr. T. B. Hare, 
the Principal of the school 


Right: Mr. T. B. Hare lecturing 
to students on the working of 
the Teesside marshalling traffic 


(See article on page 72) 


Left: Sir Charles Newton and 

Mr. C. M. Jenkin Jones in 

one of the class rooms during 
instruction 
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RAILWAY 


PERSONAL 


Mr M. Eddy, Head of the Mission of 
Dire s of British-owned Argentine Rail 
way lich has been visiting the Argen 
tine Buenos Aires on January 13 by 
air for New York, on his return journey 
to London. Mr. H. C. Drayton and Lord 
Fort the other members of the mission, 
are < leaving for England. 

Tl Minister of Fuel & Power 
ointed Sir Percival Bower 
Member of the Central 

Board in succession to 

William Walker, who 

after seventeen vears’ 

the Board. 
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Dr. C. Sykes has been ap- 
Principal of the Brown- 
research laboratories and 
adviser to the Firth- 
group of companies as 
March 1. He is at present 
Superintendent of the Metallurgy 
Department of the National 
Phys il Laboratory. 
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The Southern Railway §an- 
nounces the following staff changes 
in the Advertising & Public Rela- 
tions Department of the General 
Manager’s Office under Mr. C. 
Grasemann (Advertising & Public 
Relations Officer) with effect from 
January 1: 
Mr. G. R. Walter, 
Public Relations) to be 
Advertising). 

Mr. K. R. Ellson, 
Iraffic Manager, to be 
Public Relations). 


Assistant 
Assistant 


Assistant to 
Assistant 


Baillieu, Deputy- 
the Federation of 
Industries, has accepted 
chairmanship of the F.B.I. 
Committee. Sir Peter 
Jennett, M.P., a Past President 
of the Federation, will assist him 
is Deputy-Chairman of the com- 
mittec 
Captain B. H. Peter (Managing 
Director of Westinghouse Brake 
& Signal Co. Ltd.), the former 
Chairman of the committee, has 
been compelled to resign because of 
many other commitments. 
ever, remain a member of 
and of its executive. 


Clive 


resident ol 


his 
He will, how- 
the committee 


L.N.E.R. APPOINTMENTS 

The L.N.E.R. announces the following 
appointments : — 

Mr. H. R. Statham, District Goods & 
Passenger Manager, Norwich, has_ been 
appointed Acting District Goods Manager, 
eds. 

Mr. A. F. Moss, Acting District Goods 
& Passenger Manager, Peterborough, has 
been appointed Acting District Superin- 
tendent, Manchester. 

Mr. J. M. Fleming, Head of Works 
Section, Chief General Manager’s Office, 
has been appointed Acting District Goods 

assenger Manager, Peterborough. 
H. Lott, Acting Assistant to the 
Superintendent, Sunderland, has 
been appointed Head of the Works Sec- 
tion, Chief General Manager’s Office. 

Mr. F. E. Stacey, District Electrical 
Assistant, Guide Bridge, has been ap- 
pointed District Docks Machinery Engi- 
heer, Hull. : 
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Mr. G. E. Cuffe, General Manager, 
Great Indian Peninsula Railway, who, as 
recorded in our January 14 issue, has 
been appointed General Manager of the 
Bengal & Assam Railway, was educated 
at Marlborough and Jesus College, Cam- 
bridge, where he obtained the Honours 
B.A. in Engineering in 1914. He then 
served with the Royal Engineers (Signals) 
in France from 1914-20, rising to the rank 
of Captain and being mentioned in 


Mr. G. E. Cuffe 


Appointed General Manager, Bengal & Assam Railway 


despatches. In 1920 Mr. Cuffe joined the 
London & South Western Railway as a 
pupil and gained extremely varied and 
useful experience in the Traffic, Signal 
Engineer's and_ Electrical Engineer’s 
Departments. He went out to India 
as Assistant Traffic Manager of the 
Dibru-Sadiya Railway—which is owned 
by the Assam Railways & Trading 
Co. Ltd.—in 1923, and became Traffic 
Manager in 1924. It was in 1928 that he 
was appointed Agent & General Manager 
in India to the Assam Railways & Trading 
Company. In 1935 he was appointed 
Agent of the Assam-Bengal Railway, to 
which designation the title of General 
Manager later was added. Mr. Cuffe be- 
came General Manager of the Great 
Indian Peninsula Railway in 1940. 


Mr. H. R. Statham, District Goods & 
Passenger Manager, Norwich, who has 
been appointed Acting District Goods 
Manager, Leeds, was educated at Bowdon 
College and Denstone College, and entered 
the service of the Great Central Railway 
Company, in the Secretaty’s Office at 
Manchester, in 1908. Two years later he 


NEWS SECTION 


qualified for the higher grade scheme of 
training, and during the next four years 
obtained experience in various depart- 
ments. Mr. Statham was on war service 
from 1914 to 1919, in the Manchester 
Regiment and R.O.D., holding the rank 
of Captain. He became Assistant Station- 
master at Manchester, London Road, in 
1920, and was appointed Assistant to the 
District Passenger Manager at Manchester 
in 1923. In July, 1929, he was appointed 
Assistant District Passenger Man- 
ager, London, and he went to 
Norwich as District Goods & Pas- 
senger Manager at the beginning 
of 1933. 
C.N.R. APPOINTMENTS 
Mr. W. W. Boyd has 
appointed General Solicitor of the 
Canadian National Railways. 
Mr. Edgar J. Denyer has been 
appointed Assistant Treasurer 
Canadian National Railways. 


been 


Fisher, L.M.S.R 
Controller at 
the war, and 


me. 2. F- 
Assistant District 
Chaddesden before 
now Lt.-Colonel in the Royal 
Engineers, has been appointed 
Assistant Director of Transporta- 
tion in Italy. 

The late Mr. C. G. Saunders, 
who was Joint Managing Director 
of I.C.1. (Alkali) Limited, left 
£35,435. 

We regret to record the death 
on January 8, at the age of 65, 
of Mr. W. K. Vanderbilt, a Direc- 
tor, and formerly President, of 
the New York Central Railroad 
Company. 

The late Mr. H. T. Vane, for- 
merly Managing Director of D. 
Napier & Son Ltd., left £82,533. 


Mr. Maurice Tollit, 
Manager of the screw 
Guest, Keen & Nettlefolds 
Limited, has been elected to a 
seat on the board of the company. 


General 
works of 


INDIAN RAILWAY STAFF CHANGES 
Mr. E. L. Manico, V.D., Deputy Chief 
Operating Superintendent, N.W.R., pro- 
ceeded on leave, preparatory to retire- 
ment, on November 12. 

Mr. A. G._ Englefield 
appointed Deputy Chief 
Superintendent, N.W.R. 

Mr. P. W. Wilton Davies, Deputy 
Chief Engineer (N.), N.W.R., retired on 
November 14. 

Mr. K. J. McNeill, on return from 
leave, has resumed charge as_ Regional 
Controller of Railway Priorities, Bombay, 
as from November 3. 

Mr. M. K. Swami has been appointed 
as an Officer on Special Duty, War Trans- 
port Department, as from November 8. 


has___ been 
Operating 


who had _ been 


Rémy, 
Director of the Chemins de fer Electriques 
de la Gruyére for 25 years, and of the 


Mr. Xavier 


Chemin de fer Fribourg-Morat-Anet for 
15 years, became General Manager of the 
Chemins de fer Fribourgeois Gruyére- 
Fribourg-Morat (Switzerland) when that 
svstem was formed by the merging of the 
two above-mentioned lines with the 
Chemin de fer Bulle-Romont. Some 





, . e (Fribourg 
Mr. Xavier Rémy 
Appointed General Manager, 
Chemins de fer Fribourgeois 


details of our 


Overseas 


the merger 
columns on 


were given in 
October 8 last. 


Mr. (¢ E. Shaw, Assistant District 
Manager Birmingham, Great 
Western Railway, who has been appointed 
Goods Superintendent, Hockley, Birming- 
ham, entered the service of the com- 
pany in 1913 at Reading With the 
exception of a period when he was serving 
with H.M. Forces during the last war, he 
was employed at Stations in the 
Reading District and in the Reading Dis- 
trict Goods Manager’s Office until 1926, 
when he selected for a course of 
training. On completion of the 
1931, Mr. Shaw went to the 
Manager’s Office where he 
given charge of the Statistical Sec- 

Iwo years later he was appointed 
Junior Assistant to the District Goods 
Manager, Birmingham, and the first 
member of the Goods Department staff to 
I for such an appointment. 


(soods 


Goods 


was 
special 
course in 
Chief 
was 
tion 


Goods 


was 


De€ selected 


Mr. C. E. Shaw 


Appointed Goods Superintendent, Hockley, 
Birmingham, Great Western Railway 
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Shortly afterwards, Mr. Shaw was ap- 
pointed Chief Clerk, Birmingham District 
Manager's Office, and in 1938 
further promotion came when he was 
made Assistant District Goods Manager, 
Birmingham, which post he now vacates. 


Goods 


Mr. E. B. G. Wells, who has been 
appointed Chief of Publicity, Central 
Argentine Railway, joined the company 
in February, 1926. After a short period 
in the Statistical Department, he was 
transferred to the Traffic Department, 
but has been with the Publicity Depart- 
ment since 1929. 

INSTITUTE OF TRANSPORT 

\mong those who have been elected 
recently to membership of the Institute 
of Transport are Messrs. J. Alexander, 
Assistant to General Manager and Secre- 
tary, Belfast Harbour Commissioners; 
E. W. Arkle, Acting Assistant Divisional 
General Manager, Southern Area, 
L.N.E.R.; R. H. W. Bruce, Manager, 
Northern Counties Committee, L.M.S.R.; 
V. P. Ceresole, Manager (London), Swiss 
Federal Railways and Swiss State Travel 
Bureau; J. Courtney, Chief Engineer, 
Northern Ireland Road Transport Board; 
E. F. Gait, Engineer, Johannesburg 
Municipal Transport; G. G. Goodings, 
District Goods & Passenger Manager, 
Ipswich, L.N.E.R.; S. D. Heal, Manager 
(London), Coast Lines Limited; P. Nadin, 
Manager & Clerk, Birmingham Canal 
Navigations; Major-General C. S. Napier, 
Deputy Director of Movements, War 
Office; Colonel S. V. Screen, Deputy 
Director of Freight Movement (Home), 
War Office; Mr. W. Cyril Williams, Sales 
Director, Beyer, Peacock & Co. Ltd. 

Those elected to mem ber- 
ship include Messrs. C. Anstall, Station 
Working Assistant to District Goods 
Manager (London), L.M.S.R.; V. G. 
Baylis, Assistant Manager (London), 
Coast Lines Limited; C. N. Christensen, 
Managing Director, North Western Trans- 
port Services Limited; W. C. Collins, 
Railway Liaison Officer, Southern Com- 
mand; C. G. Craven, Traffic Superin- 
tendent, York, West Yorkshire Road Car 
Co. Ltd.; A. G. Curtis, Principal Officer, 
Allocation of Tonnage Division, Ministry 
of War Transport; L. A. Dennis, G.W.R.; 
H. J. Dowling, Assistant Steamship 
Superintendent (Belfast), L.M.S.R.; C. 
Downham, Manager ( Rates and Sales), 
Bouts-Tillotson Transport Limited; W. 
Farrell, G.W.R.; G. P. J. Guerre, Secre- 
tarv, Railway Clearing House, Argentina; 
F. W. P. Hampton, Belfast Harbour 
Commissioners; G. F. Jeffries, Marine 
Assistant to Docks & Marine Manager, 
Southern Railway; A. E. Marriott, Assis- 
tant District Goods Manager (Com- 
mercial), L.M.S.R. (London). 

B. Simpson, A.M.Inst.C.E., 

(Machinery & Plant), 
Department, Derby, H.Q., 
recorded in our 
December 17 issue, has been appointed 
District Outdoor Machinery Services 
Assistant, C.M.E. & E.E. Department, 
Manchester, served a pupilage under Mr. 
D. L. Rutherford, Locomotive, Carriage 
& Wagon Superintendent of the former 
Furness Railway. In April, 1923, he be- 
came Assistant to Mechanical Engineer at 
Barrow Works, L.M.S.R., where he was 
engaged on inspecting materials ordered 
from contractors, and assisted the Works 
Manager. In July of the same year he 
was appointed Junior Technical Assistant, 
Horwich, where, among other duties, he 
was engaged on the investigation and 
preparation of schemes for the installa- 


associate 


Mr. T. F. 
Chief Assistant 
C.M.E. & E.E. 
L.M.S.R., who, 


as 


January 21, 19\4 


Mr. E. B. G. Wells 


Appointed Chief of Publicity, 
Central Argentine Railway 


tion of works and other plant. During 
1925-26 he acted for a period as Works 
Manager at Barrow, before being ap- 
pointed in the latter year Locomotive In- 
spector & General Assistant to the 
Mechanical Engineer, Horwich, where his 
work included the investigation of causes 
of rolling-stock failures and_ accidents 
locomotive boiler research; and _ experi- 
mental work in connection with electric 
welding. In 1934 he became Technical 
Assistant, Outdoor Machinery Services 
C.M.E. Department, Euston, and was en- 
gaged on schemes dealing with the instal- 
lation of mechanical handling appliances 
in connection with the modernisation of 
goods and motive-power depots. Mr. 
Simpson was appointed General Assistant 
(Mechanical & Plant), Outdoor Machinery 
Services, C.M.E. & E.E. Department 
Euston, in January, 1939, and was trans 
ferred to Derby in June of that year 
where in addition to duties of the type 
carried out at Euston he dealt with water- 
supply schemes. 


Mr. T. F. B. Simpson 


Appointed District Outdoor Mach‘nery Services 
Assistant, Manchester, L.M.S.R. 
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TRANSPORT SERVICES AND THE WAR—225 


L.M.S.R. Specials for War Workers 

No fewer than 2,565 special trains carry- 
ing nearly 400,000 war workers to and from 
the factories are run by the L.M.S.R. every 
week. 

Spare-Time Railway Workers 

A novel method of appeal for spare-time 
workers was tried by the L.M.S.R. last 
week-end. Saturday football crowds at 
London and Birmingham grounds were 
invited through the ground loud speakers to 
volunteer for spare-time paid work on the 
LM.S.R. to help load and unload the 
extensive war freights now passing. 

A new poster issued by the Railway 
Executive Committee, seeking spare-time 
workers, both male and female, is repro- 
duced on this page. 


Civilian Air Raid Casualties in 
December 

The Ministry of Home Security has 
announced the following figures of civilian 
casualties due to air raids in the United 
Kingdom during the month of December : 
Killed (or missing, believed killed) ese eae 10 
Injured and detained in hospital ... eos wee 41 

The casualties are classified as follow :— 

Men Women Underlé 

Killed (or missing, believed 

killed) eve 3 4 3 


Injured and detained in hos- 
pital... as ‘ea 20 20 1 


Road Vehicle Production for 1944 

It was stated in July last that the pro- 
gramme of production of new road vehicles 
in 1944 would show very little variation in 
numbers and types from that arranged for 
1943, but certain additional models were 
mentioned. Since that date some modi- 
fications have been made. In the light 
vehicle range, in addition to the Morris 
30-cwt. van, which has recently come into 
production, there will be a Commer 15/ 
25-cwt. van. In the heavy vehicle range 
the changes from the 1943 programme will 
be as, follow: There will be a Maudslay 
7}tonner with an A.E.C. engine capable 
of drawing a trailer ; in lieu of the Atkinson 
6-wheeler there will be an Atkinson 8- 
wheeler with an A.E.C. engine capable of 
carrying 15-tons, and in lieu of the Foden 
6-wheeler there will be a Foden 8-wheeler 
with a Gardner engine with a carrying 
capacity of 15-tons and capable of drawing 
a trailer; the E.R.F. 74-ton and 12/15-ton 
vehicles will have A.E.C. engines instead of 


Gardner engines. As previously stated, 
standard tippers will be Ford and Bedford, 
and there will be a production of electric 
battery vehicles. Some Bristol double- 
deck buses should become available during 
the year, in addition to the Guy and 
Daimler double-deck and the Bedford 
single-deck buses. 


Savings in the Transport Industry 

Savings groups on the Southern Railway, 
which numbered 200 three years ago, now 
total more than 600. The L.M.S.R. has 
upwards of 1,200 groups, with 60,000 regu- 
lar savers. The company’s works have 
contributed a good deal. At Crewe they 
have saved over £100,000, the locomotive 
department at Derby has £60,000 to its 
credit, £40,000 has been saved at the 
Horwich works, the workers at the wagon 
works at Derby have accumulated £24,000, 
and the goods depot there has added over 
£5,000. The crews of the L.M.S.R. ships 
have a part in the savings work in the 
Marine department at Heysham, where the 
group has some £5,000 to its credit. Sub- 
stantial sums have been saved by station 
groups in various parts. The administra- 
tive and non-administrative staffs of the 
London Passenger Transport Board pur- 
chased a quarter of a million Savings 
Certificates in 1943, bringing their wartime 
total to over one million certificates. Em- 
ployees of the principal motorbus companies 
operating in England and Wales during 
the past three years have reached a million 
and a quarter pounds in savings. 


Feeding Road Transport Drivers 

The Ministry of Food has 
that arrangements have been made in 
collaboration with the Ministry of War 
Transport for increasing the facilities for 
feeding road transport drivers, in particular 
those connected with the Government Road 
Haulage Scheme. These workers have had 
difficulty in obtaining accommodation and 
meals in some places where they needed to 
stay a night when moving about the coun- 
try, by reason of the absence of sufficient 
suitable facilities. This difficulty has been 
accentuated when circumstances have re- 
quired a large-scale movement to deal with 
traffic congestion involving an unusually 
large number of vehicles being concentrated 
on one place. Wherever it is expected that 
the facilities will be needed, lists of approved 
landladies in a position to accommodate 


announced 


Left: A _ recently-released 
picture showing one of the 
measures tuken in this 
country in the early days 
of the war to counter 
German invasion attempts. 
This light armoured 
train is one of many 
stationed on the L.N.E.R. 
on the East Coast. The 
camouflage paint will be 
noticed 


BRITISH RAILWAYS 
URGENTLY REQUIRE 
Men and Women as 


SPARE TIME 
WORKERS 


to assist in the distribution of the Nation’s 
essential supplies 
DAY OR NIGHT, WEEKDAYS OR SUNDAYS 
Hours of work mutually arranged 
Trade Union rates of wages paid 


APPLY NOW to the Station Master at 
YOUR NEAREST RAILWAY STATION © 


New R.E.C. poster seeking volunteers for 
spare-time paid railway work 


road haulage workers are being prepared 
by the Ministry of War Transport. A copy 
of the list will be sent to the local Food 
Office, and a copy lodged for the information 
of workers in the local Police Station in 
areas where large-scale movement of traffic 
is in progress. On application to the local 
Food Office, the landladies whose names 
appear on these lists will be given the 
necessary supplies of food with which to 
feed any of these workers who lodge with 
them for a night or two. When any land- 
lady has exhausted the initial stock of food 
thus purchased she will apply to the local 
Food Office for an authority to obtain 
further supplies, taking with her a record 
which she will be required to keep showing 
how she has used her stock, 


L.M.S.R. Train Service Changes 

Important alterations of main-line train 
services are announced by the L.M.S.R. to 
take effect from February 1. The week-end 
2.25 p.m. from Euston to Coventry, Bir- 
mingham, and Wolverhampton will run 
daily, and provide the first regular mid- 
afternoon service to Birmingham since the 
beginning of the war; the 1.20 p.m. from 
Birmingham to Euston also will run on 
Mondays as well as Fridays and Saturdays. 
The 8.15 a.m. from Liverpool to Euston is 
to start at 8.5 a.m., leave Crewe at 9.5 
instead of 9.20 a.m., omit the Watford 
stop, and reach Euston at 12.40 instead of 
12.58 p.m. The Manchester portion pre- 
viously run on this train, leaving Manchester 
at 8 a.m., will still run at 7.55 a.m. as a 
connection to Crewe, but a direct express 
will leave Manchester (London Road) at 
8.20 a.m. for Euston via Stoke, providing 
a new service from Macclesfield, Congleton, 
Stoke (9.40 a.m.), Lichfield Tamworth, 
and Nuneaton, to Blisworth and Euston, 
reached at 1.2 p.m. (an acceleration of 
16 min. from Manchester). The 8.30 a.m. 
from Manchester to Birmingham will be 
withdrawn but a connection will run at 
9.48 a.m. from Stoke to Birmingham to the 
8.20 a.m. from Manchester. The 7.50 a.m. 
from Liverpool to Birmingham will leave 
at 8.10 a.m., after the London train, run 
non-stop from Crewe to Wolverhampton, 
omitting the Stafford stop, and reach Bir- 
mingham at 10.54 a.m., an acceleration of 
17, min. The 7.40 a.m. from Llandudno to 





70 


Crewe will run through to Euston daily 
in advance of the 7.55 a.m. from Blackpool, 
calling at Watford only and reaching 
Euston at 1.30 instead of 1.40 p.m. The 
7.20 a.m. train from Liverpool to Caer- 
narvon will leave at 7.40 a.m., calling at 
principal stations to Chester-—a gain of 
20 min. to stations beyond Chester—and an 
additional train at 7.20 a.m. from Liverpool 
will take up the previous all stations work- 
ing to Helsby. In Scotland the 5.30 p.m. 
from Glasgow (St. Enoch) to Carlisle and 
Crewe is to leave Central Station at 4.50 
p.m., but will continue to run via the 
G. & S.W. line, calling at Kilmarnock, 
Dumfries, and Annan, and reaching Carlisle 
at 7.57 instead of 8.18 p.m. 


American Locomotives for India 

Forty broad-gauge goods locomotives 
that have been built in America for the 
Indian State Railways, are expected to be 
placed in service shortly. They are of the 
same general design as the standard ‘“* XE ”’ 
class British-built engines, which have been 
handling the heaviest freight traffic for 
some years now. 


Paris Metro Stations as Shelters 


About 60 of the Metro underground 
stations in Paris are being used as air 
raid shelters, according to the recent 
broadcast of an A.R.P. worker on the 
German-controlled Paris radio. 


Arlberg Tunnel Reported Blocked 


Unconfirmed reports from usually reliable 
sources in Zurich state that the Arlberg 
Tunnel, which is nearly 64 miles long, was 
blocked for three days in the early part of 
this month through the explosion of a 
delayed action bomb, the placing of which 
is attributed to sabotage. 


German Control of Danish Railways 


It is reported from Stockholm that the 
Germans have completed plans for the 
direct control of the Danish State Rail- 
ways, and that letters from the railway 
administration are now headed Deutsche 
Reichsbahn Jiitland German armed 
guards are said to be posted at such 
strategic railways stations as Fredericia. 


Roumanian Railway Control 


Last week we recorded a ban on 
civilian travel on all main railway lines 
in Roumania, as from January 10. On 
January 12 it was reported that the 
Germans had taken control of the 
Bucharest-Giurgiu line, and were super- 
vising the despatch of all trains. On the 
next day a Stockholm report said that 
the German Government had informed 
the Roumanian Government of its inten 
tion to take over the administration of 
the Roumanian railways, and that Dr. 
Dorpmiiller, the German Minister of 
Transport, was on his way to Bucharest 
to arrange the transfer. 


French Inland Shipping 

With the object of easing congestion on 
the French railways, efforts have been 
made to divert consignments to inland 
shipping routes wherever possible. The 
traffic of French inland shipping was 
20,100,000 metric tons in 1942, compared 
with 19,400,000 metric tons in 1941, and 
with an average of 17 to 18 million tons per 
annum before the war. Various regulations 
are in force to expedite the turn-round of 
vessels, to counter the tendency to use 
barges as temporary warehouses. More 
than a quarter of the French inland water 
craft were either made unserviceable or 
destroyed in the course of the fighting in 
1940. Shortage of repair facilities and 


- rations. 
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materials retarded restoration of the fleet 
which survived. 


Cheap Croat Railway Fares 


In accordance with an Order issued by 
the Croat Ministry of Transport some time 
ago, the same cheap-fare facilities on the 
railways are now granted to members of 
the youth organisation of the -German 
Popular Group in Croatia as to those of 
members of the Croatian Ushtasha Youth 
Organisations. These comprise rebates of 
no less than 75 per cent. for groups of at 
least ten persons. 


International Through Fares 


International through fares and through 
luggage rates were adopted from March 1, 
1943, between France, Italy, and Switzer- 
land on the one hand, and Serbia, Croatia, 
Roumania, Greece, and Albania on the 
other. Such rates were extended to the 
Bulgarian State Railways on June 1, 1943, 
and were adopted by Turkey on May 20, 
1943. Asa result of these extensions, most 
of the international fares and luggage rates 
in force between Roumania and Bulgaria 
had to be modified as from July last. 


Paraguayan Increased Traffics 


As a result of the curtailment of road 
motor services in Paraguay because of 
petrol rationing, introduced in July, 1942, 
traffic increased substantially on the Para- 
guay Central Railway which connects 
Asuncion with Argentina. Goods con- 
veyed over this railway in 1942 totalled 
160,167 tonnes, or 27 per cent. more than in 
1941, and about 41 per cent. above the total 
for 1939, which was 129,204 tonnes. Passen- 
gers carried in 1942 totalled 1,555,978, com- 
pared with 1,243,820 in 1941. 


Rations for Canadian Railwaymen 

Canadian Railwaymen whose work keeps 
them away from home 36 hours or longer at 
a stretch, entailing preparation of their own 
meals on the job, are now receiving a 
bonus of two week’s extra rations every 
two months. They obtain one sugar 
coupon, one tea or coffee coupon, four meat 
coupons, two butter coupons, and one 
preserves coupon, in addition to the regular 
The Wartime Prices & Trade 
Board Order does not apply to railway 
personnel who normally eat in dining cars 
or at restaurants. 


U.S.A. Army Kitchen Cars 


The first of the 400 new kitchen cars that 
are being built for troop train use, to accom- 
pany the 1,200 three-tier troop sleeping 
cars also under construction, to the order 
of the Defense Plant Corporation, was 
exhibited to high-ranking officers of the 
Army, Navy, Marine Corps, and Coast 
Guard at the Union Station, Washington, 
on October 26. These kitchen cars are 
being delivered at the rate of 30 a week 
from the Chicago works of the American 
Car & Foundry Company, and released, in 
time for the Christmas mail traffic, many of 
the baggage cars that were in use as make- 
shift kitchens on troop specials. In some 
measure, also, it is hoped that the kitchen 
cars may help to relieve the considerable 
strain on regular dining car facilities in the 
United States. 


Reinstating Through U.S.A. Package 
Facilities 


In the summer of 1942, by order of the 
Office of Defense Transportation, the 
American railways took out of service 
several hundreds of bogie box wagons that 
were handling miscellaneous package con- 
signments on regularly-assigned schedules, 
on the ground that minimum gross loads of 
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10 tons a wagon, laid down in O.DT 
General Order, No. 1, could not be guaran. 
teed on such routes. On certain of the 
services, however, the amount of transfer 
of loads that has been made necessary at 
intermediate points by the absence of 
through facilities, and the delay to con. 
signments, have proved greater than any 
saving effected, and the O.D.T. therefore 
authorised the reinstatement of 92 of these 
through wagons, for the benefit of less-than- 
carload shipments, from October 11. The 
services affected are from Chicago to points 
in Kentucky, Tennessee, Mississippi, 
Georgia, Alabama, and Florida, east of the 
Mississippi River; and to points west of 
Chicago except in Washington and Oregon 








Railways in Trans-Nistria 


Few territories have had more chequered 
railway careers than the borderland between 
Roumania and Russia, which is once more 
in the news by reason of the Russian 
advance towards the River Bug. These 
borderland territories consist of two strips, 
one called Bessarabia, bounded by the 
Rivers Pruth (and Danube) and Dniester 
and the other termed by the Roumanians 
Trans-Nistria, bounded by the Rivers 
Dniester (in Roumanian, the Nistrul) and 
Bug. 

At the beginning of the nineteenth cen- 
tury, the Ottoman Empire (which then 
included Roumania) extended to the River 
Dniester, but in 1812 Russia took Bessara- 
bia. She returned it in 1856, after the 
Crimean war, but re-took it in 1878. The 
Danube principalities of Moldavia and 
Wallachia were unified in 1861 to form 
Roumania, which was proclaimed a king- 
dom in 1881. The railways to the east of 
the River Pruth were thus developed by 
Russia on the 5-ft. gauge, and those to the 
west by Roumania on the European stan- 
dard gauge of 4 ft. 8} in. 

In 1919 Roumania seized the Russian 
province of Bessarabia, which is inhabited 
mainly by Ukrainians, and converted its 
railways to standard gauge. This anrexa- 
tion was never recognised by Russia, which, 
however, pledged itself to make no attempt 
to retake the province by force of arms, and 
for many years there was no rail com- 
munication (and no railway bridges) across 
the new frontier provided by the River 
Dniester. It was only on October 18, 1935 
that the first railway connection, across the 
Dniester between Tighina and Tiraspol, 
was restored, as recorded at page 696 of 
The Railway Gazette of October 25, 1935 
The bridge, partly destroyed in 1919, had 
been repaired for the new train service, and 
both 4 ft. 8} in. and 5 ft. gauge lines were 
laid across it. 

In June, 1940, Roumania acquiesced in 
the Russian demand for Bessarabia (and 
northern Bukovina, Austro-Hungarian until 
1919), and once more the River Pruth 
became the frontier. The railways were 
rapidly converted by Russia to the 5-ft. 
gauge, as we recorded in our issue of 
August 9, 1940 (page 156). When Rou- 
mania joined in the Axis attack on Russia 
in June, 1941, she speedily occupied Bessa- 
rabia and proceeded to take Trans-Nistria. 
At the beginning of 1942 all railways in the 
Bessarabian territory retaken from Russia 
were in operation again, with the exception 
of the Baltzi-Rezina line, but including a 
new line built by the Russians between 
Arciz (on the Barlad to Cetatea-Alba line) 
and the port of Ismail, in the Danube delta 

Early in 1942 the southern part of the 
Ukraine, with the River Bug as the new 
frontier, was declared Roumanian territory 
by the Axis, under the name Trans-Nistria, 
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Railways in Trans-Nistria 
Double Track (Standard Gauge) 
Single 
Narrow Gauge 


Other Railways 

Double Track (5 ft. Gauge) 
Singie * 
Double Track (Standard Gauge) 
Single = o * 
Narrow Gauge 


20 30 40 SO Miles 








vv Abaclia 
Q Berezina 


O 
Bogdanest: o 
4 Ciedar 


Lunga 0 


Culevcea 


6 Taraclia 


Bolgrad 


Tulceay 





TO FASTOV 


tm Jachkov 
° 


Cetatea Albss eS | 
me Carolina Port 


< 
wh, 
-- 


Pomoshnaya 


e : 
Vradievka 


: A Bug 
TrihatiX 


-yX 


py Ndvo-Kouialnik 


PAQODESSA 


Byesdnaya 
/Bugaz 


BLACK SEA 





4 








The railways in the territories between the Rivers Pruth and Dniester (Bessarabia), and between the Dniester and Bug 
(Trans-Nistria), which have been subjected to repeated gauge conversion 


with Odessa as the capital. By May the 
railways had been re-opened to civilian 
traffic, as noted in our issue of May 29, 1942 
page 618), and most had been converted 
to standard gauge. Its railways are ad- 
ministered and worked by the Roumanian 
State Railways, although accounts are 
quite separate from those of the Roumanian 
State Railways proper. The standard- 
gauge railway system in Trans-Nistria 
now in operation and converted from the 
former Russian 5-ft. gauge has a length of 
= route miles and consists of the following 
ines 


Odessa —Razdelnaya—Birzula 
Zhmerinka—Mohilev : 
Razdelnaya—Tighina 
Birzula—Balta—Golta_ ... 
Odessa —Poyesdnaya junction—Kolosovka 
Kolosovka —River Bug 
Kolosovka—Jastrebinovka —Vosnesensk 
Odessa-Zastavna junction—Baraboi 
Baraboi—Carolina Port ... oo 
Baraboi—Ovidiopol 

Slobodka—Rybnitsa 
Vapniarka—Trostjanec 
Demkovka—Ladazhin 


—Zhmerinka 


To this must be added the following 
Standard-gauge lines (converted from the 


Russian gauge) but not yet in operation :— 
Miles 
Zhmerinka—Brailov s eee a eas 9 
Jaroshenka—Derobtchin de sole cae 9 
In addition, there are some narrow-gauge 
lines, not now in operation, as follow :— 


Vigoda—Damba oe 

Grigoresti- Varvarovka 
Tiraspol—Grigoriopol, with a branch to Butor 
Rudnitsa—Kamenka 

Rudnitsa —Dohno—Gavoron 
Dohno—Tchetchelnik 

Vapniarka—Jambol 

Vapniarka—Sokolovka 
Vapniarka—Kapushtianski 


Furthermore, there are two short narrow- 
gauge lines branching off from the Jaro- 
shenka-Derobtchin line and ending at 
Sosnovka and Gomorovka respectively. 

The main line between Odessa and 
Zhmerinka is double track throughout. 
The Roumanian form of Zhmerinka is 
Jmerinca, but the pronunciation is the same 
as for the Russian spelling. At Zhmerinka 
the Trans-Nistrian system connects with 
the Ostbahn system of the Polish General 
Gouvernement. 

It is stated that 123 stations and halts 


in Trans-Nistria have been rehabilitated 
up to the present. 

Connections with abroad are maintained 
through two lines, namely, Odessa-Razdel- 
naya-Tighina-Bucharest, and Odessa-Raz- 
delnaya-Zhmerinka. The last-named place 
is the frontier station in respect of the 
German-controlled Russian region adjoin- 
ing south-eastern Poland, on the main line 
leading in a north-westerly. direction to 
Lwow (Lemberg), the capital of Galicia. 
The distance between Zhmerinka and 
Volochisk, the former Russian frontier sta- 
tion on the Polish border is 104 miles, and 
the distance between this station and Lwow 
is 119 miles. 

From the Roumanian 
most important line is, of course, that 
connecting Odessa with Bucharest, via 
Tighina, Chishineu, and Jassy. The dis- 
tance beween Odessa and Bucharest is 
454 miles and it takes the only daily fast 
train in each direction 24 hr. from Odessa, 
and 24 hr. 16 min. from Bucharest, to cover 
the distance. The train leaves Odessa 
Central Station at 8 a.m. and arrives at 
Bucharest Northern Station at 8 on the 
following morning. In the reverse direc- 
tion, the departure from Bucharest is at 


viewpoint, the 
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7.17 p.m. and arrival at Odessa at 7.33 p.m. 
on the following evening. Both trains carry 
sleeping car and dining car accommodation, 
and, though styled fast trains, are actually 
stopping trains between Odessa and Tighina, 
the Roumanian frontier station. It now 
takes 3 hr. 50 min. to cover the 83 miles 
between these two stations in the Odessa- 
Tighina direction, and 4 hr. 3 min. in the 
reverse direction. This is an improvement 
compared with the running times of some 
months ago, which were 4 hr. 40 min. and 
4 hr. 51 min. respectively. On the Odessa- 
Razdelnaya-Birzula-Zhmerinka main line 
there is a daily fast train each way which 
leaves Odessa Central Station at 6.5 a.m. 
and arrives at Zhmerinka at 6.25 p.m. In 
the opposite direction Zhmerinka is left at 
5 a.m. and arrival at Odessa is at 4.55 p.m. 

On all the other lines there is one stopping 
train a day in each direction, except on the 
Odessa-Baraboi-Ovidiopol line, where there 
are two daily trains each way, and on its 
Baraboi-Ovidiopol section even three trains. 
Speeds are slow, as already shown by the 
above-mentioned timings. The daily train 
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working on the 3l-mile Slobodka-Rybnitsa 
line, which has four intermediate stations, 
takes 3 hr. 35 min. from Slobodka and 3 hr. 
10 min. in the reverse direction. 

Goods rates between Trans-Nistrian sta- 
tions are those in force in Roumania as from 
April 1, 1943 (these were doubled on that 
date) increased by 300 per cent. and payable 
in Reichskassenschein (R.K.K.S.) at the rate 
of 60 Lei for one R.K.K.S. Freight must 
be paid by the shipper. 

For consignments betweer Trans-Nis- 
trian stations and stations in Roumania, the 
freight is calculated separately for the 
Trans-Nistrian and Roumanian sections 
according to the rates obtaining in both 
territories, but without applying the 300 
per cent. supplement for the Trans-Nistrian 
section. In calculating the rates referring 
to this section 8 miles are added, which is 
the distance between Tiraspol and Tighina 
frontier stations. The rates for both the 
Trans-Nistrian and Roumanian sections are 
payable in Leiin Roumania. In the reverse 
direction the same regulations obtain, and 
the whole is payable in Lei by the recipient. 
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Consignments between Trans-Nistria and 
third countries (except the German-con. 
trolled Eastern Regions) are routed vig 
Tighina only, and for calculating the rates 
the same rules apply as in the case of con- 
signments between Trans-Nistria and Rov- 
mania or vice-versa. The freight rates for 
the whole distance, however, are payabie at 
the foreign station of despatch. 

Consignments between Trans-Nistria and 
the German-occupied Eastern Regions take 
the route via Zhmerinka, and the freight 
rates for the Trans-Nistrian section are cal- 
culated according to the Roumanian freight 
rates; 3 miles is added to the distance 
between the Trans-Nistrian station of 
despatch or destination and Zhmerinka. 
The rates for the Trans-Nistrian sections are 
payable in Lei. Goods traffic via 
Zhmerinka is at present limited to goods or 
livestock consignments in full wagon loads, 
and for consignments to be imported into 
Trans-Nistria special transport permits have 
to be obtained in Berlin, in addition to 
import permits issued by the Trans-Nistrian 
Government at Odessa. 












L.N.E.R. All-Line 


QN January 13 Sir Charles Newton, 

Chief (veneral Manager, L.N.E.R., 
opened an All-Line Operating School at 
Grantly, Darlington. Like the Clerical 
Training School at Watton House, Hert- 
fordshire, the Operating School at 
Grantly is run on residential lines and 
accommodates 20 students. In a house 
which was formerly the private residence 
of the late Sir Vincent Raven, one-time 
Chief Mechanical Engineer of the former 
North Eastern Railway, railwaymen from 
all parts of the line are given the oppor- 
tunity of studying the theory and prac- 
tice of modern railway operation in 
pleasant surroundings and under the tute- 
lage of an L.N.E.R. officer, Mr. T. B. 
Hare, a recognised authority. 

The school’s wartime curriculum con 
sists of an intensive and specified course 
of four weeks’ duration in control work 
and other aspects of railway operating, 
designed with the immediate purpose of 
producing controllers of the highest 
calibre to meet the urgent need of staff- 
ing efficiently the company’s control 
organisation. The syllabus has been com- 
piled on practical lines and includes visits 


to selected control offices, marshalling 
yards, and locomotive depédts on the 
L.N.E.R. system. Practical instruction 
is also given in the method of recording 
used in L.N.E.R. control offices, and 


written examinations and practical tests 
are held at the end of each course. 

Ihe conversion of Grantly into a resi- 
dential school has been skilfully executed. 
On the ground floor, the accommodation 
is devoted to the business side of the 
school and to the feeding and recreational 


facilities. The well-equipped lecture 
room and the dining room, which can 


also be used for recreation, are spacious 
rooms looking out on to a _ pleasant 
garden, and there is an attractively fur- 
nished common room. The first floor has 
dormitories of modern design for the 
students and private quarters for the 
Head of the school. The second floor is 
reserved for the housekeeper and domes- 
tic staff under the supervision of the 
L..N.E.R. Hotels Department, which is 
responsible for the domestic and catering 
arrangements. 
During their 
school 


month’s 
students receive 


the 
and 


course at 
free board 


Operating School 


lodging as well as their ordinary pay. 
There is also provision for a weekend 
break in the middle of each course suffi- 
cient to enable the students to visit their 
homes. 

Introducing Sir Charles Newton, Mr. 
C. M. Jenkin Jones, Divisional General 
Manager, York, who has played a lead- 
ing part in the establishment of the 
school, referred to Sir Charles Newton’s 
great interest in the provision of educa- 
tional facilities and his care for the com- 
fort and happiness of the staff who take 
advantage of them. 

In declaring the school open, Sir Charles 
said: ‘‘ It gives me particular pleasure to 
come to Darlington, the birthplace of 
railways, to mark the passing of yet 
another milestone in the development of 
L.N.E.R. educational facilities. Less 
than a year has passed since I opened the 
latest of our Commercial Schools at 
Watton House, the residence of the late 
Sir Nigel Gresley, and here I am, by a 
coincidence, in the residence of another 
distinguished Chief Mechanical Engineer, 
the late Sir Vincent Raven, to open our 
new All-Line Operating School. 

“From Darlington came the impulse 
which has covered the world with rail- 
ways, and it is especjally fitting that this 
new venture should begin at the same 
source. At one stage, I considered the 
possibility of setting up schools of this 
sort at different points throughout our 
system for the obvious convenience in 
travelling facilities and so on that such an 
arrangement would afford. Very little 
consideration showed that a heavy bal- 
ance of advantage would lie in having the 
school at some central point so that the 
students from the different Areas of the 
company’s territory could rub shoulders 
and meet as railway colleagues under con- 
ditions that otherwise would have been 
impossible. This arrangement ensures 
that problems shall be considered in the 
light of the whole of the vast system 
comprising the Company’s _ territory 
rather than in any parochial spirit. 
Perhaps even more important, it brings 
together successive groups of students 
from all over the company’s system, thus 
encouraging a spirit of comradeship of a 
type and degree that perhaps could be 
obtained in no other way. 

“It is the intention the school shall 





be an educational establishment in the 
widest sense of the word; it is not just 
to be a place where instruction is given. 
Most of us have a general idea in our 
minds of what we mean by education, 
but it is not easy to express concisely. 
Indeed, it is too big a subject to lend 
itself to concise and exact expression. 
In relation to this school, I should sum- 
marise its intentions as being :— 

(1) To present the necessary data for 
consideration by the students in such a 
way as is likely to awaken or stimulate 
sound habits of thought. 

(2) To develop the student’s capacity 
for critical analysis and thus the habit of 
basing opinions on a balance of reasons 
for or against any alternative courses of 
action, and not by rule of thumb, in- 
fluenced by local custom. 

(3) To encourage exploration into new 
lines of thought. 

(4) So to conduct the studies as to put 
the students on the right lines for the 
continuance of their further self-educa- 


tion. 

(5) To stimulate the students’ en- 
thusiasm. 

““It will be realised that, with the 


successful attainment of what I think all 
will agree are these very desirable ends, 
the school will be of importance to its 
students in widening their outlook apart 
from its value to the Service to which we 
are all proud to belong. 

“As a young man I adopted a motto 
all my life which has served me well, and 
there never was a time when it could be 
more appropriately applied than the pre- 
sent. The motto is—‘‘ Be prepared—the 
opportunity may come once your way 
only.’’ I commend this motto to you 
here today, and I trust you will take full 
advantage of this fine school.’’ 

Those present at the opening ceremony, 
in addition to Sir Charles Newton and 
Mr. C. M. Jenkin Jones, included :— 

Mr. George Mills, Divisional General Manager, 
Southern Area; Mr. T. F. Cameron, Acting 
Divisional General Manager, Scottish Area; Mr. 


V. M. Barrington-Ward, Assistant General 
Manager (Operating); Mr. E. W. Rostern, 


Superintendent, Southern Area; Mr. E. M. 
Rutter, Superintendent, North Eastern Area; 
Mr. R. Gardiner, Superintendent, Scottish Area; 
Mr. J. Taylor Thompson, Engineer, York; Mr. 
A. A, Ryan, Hotels Superintendent, York; Mr. 
J. Ness, Assistant Divisional General Manager, 
York. 

(See editorial note on 
illustrations on page 66) 
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Staff and Labour Matters 
Railway Hotel Wages 
The National Arbitration Tribunal has 


jssued recently its award on a claim for the 
it of a cost of living war wage to tip- 


payvn 
t ‘ 
earnil staff employed in railway-owned 
hotels and refreshment rooms. 
Tl laim was made by the National 


Union of Railwaymen and the award states 
that presentatives of the parties were 
heard at a sitting of the tribunal held in 
London on January 7. Statements were 
made and documents submitted as to: 
the number of staff employed in the hotels 
and refreshment rooms operated by the rail- 
way companies and the number in the tip- 
earning grades; the occupations in which 
the tip-earning staff are employed and the 
various circumstances of their employment : 
the proportion of the tip-earning staff 
employed under conditions in which a ser- 
vice charge is made which accrues wholly to 
the benefit of the staff, to the number not so 
employed the various war-wage advances 
which have been made since the beginning 
of the war and the total war-wage advances 
now payable to the non-tip-earning grades 
of hotel and refreshment room staff; the 
non-granting of any war-wage advances to 
tip-earning staff; the average weekly pro- 
duct of the service charge in the L.M.S.R. 
hotels in the first thirteen weeks after the 
introduction of this charge in April, 1940, 
compared with that for the corresponding 
ne riod of 1943, when the number of 
employees was broadly the same; the 
approximate Increase in the product of the 
service charge which has accrued to the 
several categories of staff in the L.M.S.R. 
hotels since the charge was introduced, 
ompared with the war increases granted to 
the non-tip-earning staff; the continued 
payment in considerable measure of private 
sratuities to staff over and above the service 
charge and particulars of the amounts of 
such private gratuities in certain illustrative 
the absence of any correspondence 
between the increased benefits accruing to 
staff as a result of the introduction of the 
service charge and increased work ; advances 
in pay to the tip-earning staff to compensate 
for a fall in gratuities which were granted in 
the case of certain hotels before the induc- 
tion of the service charge in such hotels in 
November, 1943; the position as regards 
that minority of tip-earning staff who are 
employed under conditions in which no 
service charge is made; the absence in 
general of standard rates of pay and condi- 
tions of service for railway hotel staff; the 
which the Union claim that a 


cases 


grounds on 
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cost-of-living war wage should be applied 
to the tip-earning staff; the grounds on 
which the railway companies have rejected 
this claim ; and the contention of the com- 
panies that the rates of pay and conditions 
of service in railway-owned hotels are not 
less favourable than those which obtain in 
the hotel industry generally. 

The Tribunal in its award finds against 
the claim as respects members of the tip- 
earning staff who are employed under con- 
ditions in which a service charge is made by 
the companies to the public which accrues 
to the benefit of the staff. It appears to the 
tribunal that there is a case for a war wage 
for all or some of the members of the tip- 
earning staff who are employed under con- 
ditions in which no service charge is made 
and it considers that this matter should be 
explored further between the parties with a 
view to a settlement being reached. In the 
event of no agreed settlement being made 
between the parties the matter may, if so 
desired, be brought before the tribunal 
again under the present reference. 

The weekly amounts of the war advances 
paid to the non-tip-earning staff in railway- 
owned hotels and refreshment rooms are as 
follow :— 


Adul:.s Juniors 
Male Female Male Female 
s. d s s So 
Staff receiving full 
board and lodg- 
ings » 4 € rs wy 6 0 


Staff sleeping out 
but provided with 


food whilst on 
duty as — - 90 %140 7 0 
Staff living out . 20 6 10 3 16 6 8 3 








L.M.S.R. Railbar at 


Glasgow 


On January 11 the largest railbar in 


Great Britain was opened at Glasgow 
(Central) Station. The first railbar was 


introduced at Euston twelve months ago, 


with the object of providing a variety 
of food for travellers to take to the 
trains. The railbars which have been 


established have been successful in meet- 
ing wartime refreshment needs of railway 
travellers, and on the first day at which 
the Glasgow (Central) Station railbar was 
in operation, over 5,000 were 
effected. 

Among those present at the opening of 
the Glasgow railbar were Mr. A. Towle, 


sales 


Controller, L.M.S.R. Hotel Services; 
Major M. Speir, Chief Officer for Scot- 
land; Messrs. G. H. Loftus Allen, Adver- 


tising & Publicity Officer; W. Yeaman, 





Mr. A. Towle. Controller, L.M.S.R., Hotel Services at the railbar 
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Commercial Manager for Scotland; W. P. 
Keith and A. Morris, Assistants to the 
Controller; and E. Vacher, Manager of 
the Central Hotel, Glasgow. 








Railway Hotel Charges 


The following appeared in The Glasgow 
Herald of January 12. It was headed 
‘* Towle on Tariffs.’’ 

When you dine at one of the more sump- 
tuous railway hotels, or even have an after- 
noon cup of tea, do you consider the charge 
excessive ? Some of us whose lawful 
occasions require us to frequent such places 
have been inclined to cavil at the cost or 
have heard complaints from friends. Mr. 
Arthur Towle, Controller of the L.M.S.R. 
Hotels, has also been aware of such criticism 
and is prepared to justify his tariffs. 

Yesterday in Glasgow when we met this 
tall, amiable monarch of the catering pro- 
fession, he turned aside from a pencil design 
he was drawing of a new railbar at St. Enoch 
Station—to follow the one he had just 
opened at Central Station—to explain the 
charges at the big hotels—and as quickly to 
apologise for what he called proselytising. 

None of the large hotels or hotel-owning 
companies, he pointed out, is a money- 
spinning concern. The services demanded 
and provided are so considerable that over- 
head costs practically absorb every penny 
of the charges. The kiosks which provide 
tea, sandwiches, and mineral drinks with 
no special trimmings, one gathers, are a 
better investment for shareholders ! 

If you will drink or dine at one of the great 
hotels, says Mr. Towle, you must pay the 
price of maintenance He objects, by the 
way, to the description “luxury ’”’ hotel. 
These hotels, he contends, are open 24 hours 
a day for all comers, and must cater equally 
for a Cabinet Minister and the stray travel- 
ler—or at a moment’s notice for 50 people 
or for 5. The bed linen, the napery, the 
carpets, the decoration, and the furniture 
must be up to the standard of the best home 
and always shipshape. Heating and light- 
ing go on perpetually. The porters and the 
liftmen must always be available. 

That is no luxury but service, says Mr. 
Towle, and asks pointedly what a city like 
Gizsgow would be for all business and social 
purposes without, say, ‘“‘ The Central.”’ 
Such hotels are a national service provided 
by private enterprise and must at least pay 
their way. The alternative would seem to 
be national or municipal hotels of the same 
character. But would prices be lower ? 
(See editorial note, page 53) 



























































































































































































































































































































































































































































































































































































































































































































































Notes and News 


Swiss Federal Railways Passenger 
Traffic.—According to a Reuters report, 
the Swiss Federal Railways conveyed over 
84 million passengers during the first six 
months of 1943. This represents an in- 
crease of over 6 million compared with 
the figure for the same period of 1942. 


Belgian Railway Securities. — The 
Compagnie Belge de Chemins .de fer et 
d’Enterprises of Brussels, a‘ holding com- 
pany for railway securities, returned a 
gross profit of fr. 11,310,000 for the financial 
year 1942-43, compared with fr. 9,270,000 
for the preceding year. Net profit increased 
to fr. 9,180,000 (fr. 7,200,000). 


Post Office Receipts.—The average 
daily receipts of the Post Office in the 
United Kingdom during November last 
were £226,765, compared with £212,046 last 
October, and with £193,951 in November, 
1942. The increase of nearly 17 per cent. 
in the average daily receipts for November, 
1943, over those of the same month of the 
previous year compares with an average 
increase of 10 per cent. for the first ten 
months of 1942. 


L.N.E.R. Collision at Ilford.—<At 
about 7.15 p.m. on January 16 the 2.40 
p.m. train from Norwich to Liverpool 


Street ran at Ilford Station into the 
of the 2.38 p.m. train from Yarmouth to 
Liverpool Street. Eight passengers were 
killed and one subsequently died in hospital. 
The number of injured is reported to have 
been about 30. Passengers in the rear 
coach of the Yarmouth train suffered the 
most. Three of the coaches of this train 
were telescoped, and two coaches of the 
Norwich train were wrecked. 


rear 


Argentine Great Western Railway 
Co. Ltd.—Under the working agreement 
this company received from the Buenos 
\yres & Pacific Railway Co. Ltd. and distri- 
buted in respect of the year ended June 30, 
1943, £136,000 in interest on the first and 
second debenture stocks, paid January 1 
and July 1, 1943. In addition, the Pacific 
Company during the year under review has 
paid to the Great Western Company 
£408,900, and since June 30, 1943, a further 
sum of £272,600. Distribution of these 
two sums brings the arrears of interest on 
the 5 per cent. debenture stock up to 
October 1, 1939. The moratorium period 
has been extended to June 30, 1944. 
Paying goods and livestock traffic during 
the year under review amounted to 
2,598,380 tons (2,507,352 tons). 


Land Clubs on the L.N.E.R.—In re- 
sponse to a broadcast appeal by-the Minister 
of Agriculture in April, 1943, for volunteers 
to help local farmers in their spare time, 
land clubs were formed from L.N.E.R. 
staff at York, Hull, Leeds, and Newcastle. 
According to the L.N.E.R. Magazine a 
meeting of the secretaries of these clubs 
has been held recently at York, when the 
past season’s working was reviewed. The 
membership of the land clubs was: York, 
75 women 5 men; Hull 97 women; 
Leeds, 40 women, 8 men; Newcastle 45 
women. The members of York club have 
been called upon on 15 occasions and have 
put in a total of 864 hours, Hull club put 
in 594 hours on 5 occasions, and Newcastle 
club was out on 16 different weekends. In 
their comparatively small agricultural area, 
Leeds club was only called upon on 3 
Saturday afternoons. Many members of 
these clubs put in part of their holidays 
at Velvet Hall, near Berwick-on-Tweed, 
where they lodged in an L.N.E.R. camping 
coach; during August and September, 
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when the average number of volunteers was 
5 a week, York club members worked a 
total of 358 hours, Hull 450 hours, New- 
castle 380 hours, and Leeds 336 hours. 


Warsaw Electric Suburban Railways. 
—Receipts for 1942 of this Polish under- 
taking at 10,220,000 Zloty showed an 
increase of 3,340,000 Zloty over the 1941 
figure. Working expenditure rose to 
8,490,000 Zloty (5,630,000 Zloty) and 
administrative expenditure to 562,232 Zloty 
(454,275 Zloty). 


Portuguese Electrification Plan.— 
According to a Reuters report, a commission 
ig to be set up to prepare plans for the 
electrification of the railway from Lisbon 
to the mountain resort of Sintra. A new 
(electric) line to connect Sintra with the 
fishing harbour of Cascaes also is planned. 
The line between Lisbon and Cascaes is 
electrified already. 


Uruguayan Air Services.—A company 
was established recently, as the result of 
an agreement between the Uruguayan 
Government and the Pluma concern, for 
the development and operation of air 
services in Uruguay. The initial share 
capital of 470,000 pesos may be increased 
to 2,000,000 pesos. Among the air lines 
envisaged is one to connect Montevideo 
with Asuncién, capital of Paraguay. Per- 
mission to cross Argentine territory, it is 
stated, already has been secured. Another 
line is to connect Montevideo with Porto 
Alegre in southern Brazil. 


Bahia Blanca & North Western 
Railway Co. Ltd.—The Board reports 
that the guaranteed rental of £440,000 
due from the Buenos Ayres Great Southern 
Railway Co. Ltd., in respect of the vear 
ended June 30, 1943, has been received, and 
the £98,000 interest on the 4 per cent. 
first debenture stock, the £135,000 interest 
on the 44 per cent. second debenture stock 
and the dividend of £207,000 on the 44 per 
cent. guaranteed stock have been duly 
paid. The provision of £10,350 for N.D.C. 
is recoverable from the working company, 
which has also paid the London office 
expenses, including directors’ fees (£3,762). 


Slovakian Railway Electrification.— 
According to a report drawn up recently 
by the special Slovak railway electrifica- 
tion commission, whose ten members under- 
took a trip to Hungary, Germany, Italy, 
and Switzerland to study problems con- 
nected with electrification, the earliest con- 
version to electric traction of the Zilina- 
Vrutky-Spi8ska Nova Ves section, approxi- 
mately 93 miles, of the Slovak State Rail- 
ways’ northern main line, is now par- 
ticularly recommended. The scheme already 
has been accepted in principle by the 
Government and is expected to be com- 
pleted within three years of the commence- 
ment of construction. 


Taltal Railway Co. Ltd.—Gross re- 
ceipts for the year to June 30, 1943, were 
£48,812 (£55,502), and expenses were 
£65,113 (461, 858), leaving a loss on working 
of £16,301, against £6,356. Debit balance 
on the year’s working was £9,637, which 
added to the debit balance of £6,423 
brought forward, makes a debit balance to 
be carried forward of £16,060. Tonnage of 
goods was 80,171, against 112,130, but the 
number of passengers rose from 9,277 to 
11,562. The reduction in gross receipts 
was due to a fall of 38,140 tons in nitrate 
traffic. Working expenses included charges 
amounting to £9,632, compared with £5,088, 
arising from the cumulative effect of laws 
requiring the payment of an annual bonus 
to employees and workmen and increased 
salaries to employees. A further increase in 
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tariffs, amounting to 30 per cent. on current 
rates, was authorised and became operative 
on July 20, 1943. 


G.I.P.R. and Damages Award,— 
Damages of Rs. 15,000, and costs, have been 
awarded in favour of a plaintiff who recently 
brought a suit claiming Rs. 20,000 from 
the Great Indian Peninsula Railway on 
grounds of negligence. The plaintiff con- 
tended that pits dug near a platform were 
unfenced and unlit, and that, as a result, 
he fell and sustained injury. The plea of 
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London and North Eastern Railway 


OT is hereby given that the Directors have 

fixed January 27th at the close of business as 
for striking the balances of the Company’s 
Guara d, Preference and Ordinary Stocks. Final 
Divide nee for the year ended 31st December, 
1943, will be payable only to the Stockholders whose 
names registered in the books of the Company 
on the te so fixed. 

Dee f Transfer should, therefore, 
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OFFICIAL NOTICES 





Inauguration of Post War Trade in 


South Africa 


ONSULTING AND COMMERCIAL ENGINEER 
with twenty years’ world wide technical, consult- 

ing, and commercial experience on railway supplies of 
all description who is persona grata with the principal 
engineering interests in South Africa will make an 





























OFF ICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed 
to:—The Railway Gazette, 33, Tothill Street, West- 
minster, London, S.W.1. 





Now on Sale 








the Registrar of the Company at Hamilton Buildings, _ : : P . P . 
the Keer) Street Station, London, E.C.2, before 5.0 p.m, eXtended tour of the Union on the termination of Universal Directory of Railway Officials 
ae Comments : ‘ hostilities is desirous of communicating with manu- : 
— waeaiies By Order, facturers of Railway Materials who require technical and Railway Year Book 
WwW. JOHNSON, representation in this sphere.— Box No, 281, c/o,Railway 49th Annual Edition, 1943-1944 
sok ‘asians Secretary. Gazette, 33, Tothill Street, S.W.1. Price 20/- net. 
London, N.W.1. THE DIRECTORY PUBLISHING CO., LTD., 
17th January, 1944. 33, Tothill Street, Westminster, S.W.1 
the defendants that the plaintiff was guilty to meet urgent requirements on the corresponding figure for 1942 was 
of negligence, as the platform was well lit, Northern companies’ lines, but have been 392,024,847 pesos, and for 1941 200,676,000 
was not upheld by the court. so constructed that they will be able to pesos. Great Britain is still first in the 
é be used on the Continent when the time list as supplier to and purchaser from 
é r Transport Board ; ; 
pe rpg eg oe a o expected Comes. Lord Leathers inspected one of Argentina. In the first ten months of last 
tt 7 ondén Passen we Trans Bove, seen the new locomotives, and then proceeded year Great Britain shipped 164,004,000 
le L as ge é ) é es > . ? ° 5 
= ounce the final Rat. for 1943. t© Charing Cross Hotel where he was pesos worth of goods to Argentina and 
m > > Z < 94. : ‘ aon an ; 
= pay introduced to various members of the bought 530,327,000 pesos worth from that 


on its ‘‘C”’ stock on February 17. 


Indian Railway Purchase for Canada. 

According to a Reuter’s message from 
Ottawa, a purchasing commission from 
India has arrived in Canada to open nego- 
tiations for the supply of more railway 
equipment. 

U.S.A. Railway Strike Settlement. 
—On January 18, President Roosevelt 


announced the settl ment of the wage 
controversies which had threatened to 
cause a railway strike in the United 
State The President added that he pro- 
posed to inform the Secretary of War, 
Mr. Henry Stimson, that he was now 


authorised to relinquish the control of the 
ways to the companies. This was 
ne as from midnight on January 18-19. 
"Great Southern Railways Company. 
The directors have decided to recommend 





at the annual meeting in March next the 
payment of the following dividends :— 
Three years’ dividends at 4 per cent. per 
annum on the 4 per cent. guaranteed prefer- 
ence stock for 1941, 1942, and 1943; a 


dividend of 4 per cent. on the 4 per cent. 
non-cumulative preference stock for 1943 ; 
and a dividend of 3 per cent. on the ordinary 
stock for 1943. This will be the first ordin- 
ary dividend since the } per cent. paid for 
1931 

Industrial Research.—Among the re- 
commendations made in the F.B.I. Report 
on Industry & Research was one suggesting 
the establishment of an organisation whose 
principal objects would be to stress con- 
tinuously the need for industrial research 
and to promote and foster it in all possible 
ways. The form and functions of this 
suggested organisation were discussed at a 
recent conference summoned by the F.B.I. 
and attended by representatives of the 
Royal Society, the Department of Scientific 
Industrial Research, the Universities, 
and the Research Associations. A _ full 
discussion took place and a sub-committee 
was appointed to inquire further into the 
subject and to report back. 


Minister of War Transport and 
Southern Railway.—-On Wednesday, 
January 19, the Minister of War Trans- 
port, the Rt. Hon. Lord Leathers, visited 
Charing Cross Station, as a guest of the 
Southern Railway and met representatives 
of that company’s works staff. He 
expressed his appreciation of the effort by 
which 64 locomotives had been turned 
out to Government order by the Southern 
Railway Works during 1943. These 
engines are for the moment being used 


staff. 


New Swedish Ropeway.—A new rope- 
way designed to carry iron-ore is nearing 
completion in Sweden. It will join Kristine- 
berg and Boliden, a distance of pearly 
60 miles, and will be the longest in Europe. 


Entre Rios Railways Co. Ltd.—A 
further six months arrears of interest for 
the period ended September 30, 1942, was 
paid on January 15 on the 4 per cent. deben- 
ture stock, together with the 5 per cent. per 
annum interest on such arrears provided 
for in the moratorium, making 
£2 2s. 7d. per cent., less tax. 

P.W.I. Annual Winter Meeting.—The 
sixtieth annual winter meeting of the 
Permanent Way Institution will be held at 
the premises of the Institution of Civil 
Engineers, Great George Street, West- 
minster, S.W.1, on Saturday, January 29, 
at 2.30 p.m., under the presidency of Mr. 
V. A.M. Robertson. A lecture will be given 


by Mr. A. S. Quartermaine, Chief Engineer, 
G.W.R., on ‘“‘ Some Recent New Works on 
the Great Western Railway.” 


Argentina’s Trade Balance.—Accord- 
ing to the Bank of London & South America, 


the favourable trade balance of Argentina 
totalled 976,271,871 pesos (nearly 


£57,000,000 at 17 pesos to the £) in the 


ten months January to October, 1943. The 


a total of* 


country. The total value of Argentine 
imports during the period was 780,116,980 
pesos, and of exports 1,756,388,851 pesos. 


Canadian National Railways.—Gross 
earnings for November, 1943, were 
$37,001,000, an increase of $5,135,000 in 
comparison with November, 1942. Opera- 


ting expenses rose from $25,264,000 to 
$29,775,000, and the net earnings of 
$7,226,000 were $624,000 higher. Aggre- 
gate gross earnings from January 1 to 
November 30, 1943, amounted to 


$401,535,000, an 
over those for the 
1942, and the 
$88,583,000 
$10,317,000. 


increase of $62,840,000 
first eleven months of 
aggregate net earnings of 
showed an improvement of 


Lincolnshire Road Car Co. Ltd.—For 
the year to September 30, 1943 the revenue 
of this company, which is controlled jointly 
by the L.M.S. and L.N.E. Railway Com- 
panies, and by Tilling Motor Services 
Limited, was £239,277 (£246,794) after pro- 


viding for operating, management and 
general expenses, depreciation, ete. Net 


profit was £20,388 (£22,288) after making 


provision for licences, income tax and 
E.P.T., deferred repairs, etc. Adding 


£11,970 brought forward makes £32,358. 
The dividend is again 10 per cent., less 
tax, leaving £12,358 to be carried forward. 





Left to right: 
V. A. M. Robertson, Civil Engineer, Southern Railway, and Mr. W. J. A. Sykes, 
Electrical Department, Southern Railway, at the fuel economy conference reported 

on page 62 ; 


Mr. 


W. A. Worth, Chief Supplies Department, L.P.T.B., Mr. 
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Railway Stock Market 


Although the general undertone in main-line railways is not the reflection of to 129; and the 5 per cent. preference 
Stock Exchange markets was better, and a possibility of an increased dividend; so kept at 118. L.M.S.R. ordinary, after a 
sentiment was assisted by the continued far as can be judged, a higher payment sharp decline, moved up a point to 33}, 
firmness of British Funds and other high- is very unlikely in this case or on Great which compared with 33} a week ago; the 
class investment stocks, the volume of Western ordinary, unless there were un- 1923 preference eased from 63 to 622, but 
business remained on a moderate scale. expected expansion in revenue from the senior preference at 78} was Tain. 
The prevailing impression is that for the sources outside the fixed wartime rental. tained on balance. L.M.S.R. guaranteed 
time being markets generally may con- As mentioned before in these notes, the strengthened half-a-point to 103, and the 
tinue to be dominated by the disposition yield on Southern deferred is explained debentures held recent gains. Among 
to await “‘ second front ’’ developments. partly by the reason that this stock L.N.E.R. securities, the second prefer- 
Home railway prior charges continued to attracts a -good deal of attention as a ence, which showed increased activity, 
reflect the firmness of investment stocks, means of participating’ in the trend of was 34}, as against 34} a week ago: the 
and have fully maintained recent gains. the home railway market, because it is_ first preference was, however, 613 against 
Moreover, the further declines in junior the lowest-priced junior stock in the divi- 62. L.N.E.R. first guaranteed and second 
stocks towards the end of last week sub- dend list. London Transport ‘‘C,’’ guaranteed were each half-a-point better 
sequently brought in buyers. It is recog- whose dividend in respect of 1942 was at 100} and 92} respectively. Southern 
nised that even if next month’s dividend 3 per cent., gives a much smaller yield deferred eased, but later rallied to 25} 
announcements do not show anyincreases than the junior stocks of the main-line and was unchanged on balance; the pre- 
(there is continued talk of the possibility companies; in fact, at the current price ferred strengthened to 77, and the guar- 
of fractional increases on L.M.S.R. ordi- the return is only 44 per cent. This anteed stock gained half-a-point at 129, 
nary and L.N.E.R. second preference) relatively small yield is due to expecta- as did the 4 per cent. debentures at 113. 
they may very well tend to draw greater tions of higher dividends after the war. London Transport ‘‘C’’ showed further' 
attention to the generous yields, which In some quarters the view is current that improvement from 65} to 66}. 
now range from rather less than 7 per post-war developments may include pro- Argentine stocks moved lower, but a 
cent. on Southern deferred to nearly 73 posals for making London Transport better tendency developed in those of a 
per cent. on L.N.E.R. second prefer- ‘“‘C’’ into a _ fixed-interest bearing number of other South American ail- 
ence. security, but suggestions of this kind are, ways. B.A. Gt. Southern 5 per cent. pre- 

The fact that there was no interim pay- of course, quite unofficial. ference was 263, compared with 27} a 
ment on L.M.S.R. ordinary does not Earlier declines in home railway junior week ago, and the 4 per cent. debentures 
necessarily mean that an increased pay- stocks attracted buyers, particularly in 594, compared with 62. On the other 
ment is improbable. It may be recalled view of the approach of the dividend hand, United of Havana debentures ral- 
that in respect of 1942, when there was announcements. At the time of writing, lied from 274 to 284. San Paulo ordinary 
ilso no interim payment on this stock, prices have more than regained the levels at 56 was, however, a point down on 
the payment for the year was raised from of a week ago. Great Western ordinary balance. Canadian Pacifics tended to im- 
2 per cent. to 24 per cent. The fact that was 61}, compared with 614 a week ago. prove on dividend hopes, although it is 
Southern deferred has continued to be This company’s 4 per cent. debentures realised that a very conservative policy 
valued on rather a less generous yield held their recent rise to 114; the guaran- in dealing with profits is again likely to 
basis than the junior stocks of the other teed stock further improved from 1284 _ be followed. 











Traffic Table and Stock Prices of Overseas and Foreign Railways 
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South & Central America 
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160,692 
$1,463,331 
637,187 

¢ 335,000 
2,360,402 
35,225 
1,267,500 
5,548 
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Canadian Pacific pee coef 07 / ae 960,600 i } , Ord. Stk. 18 


Cana 


40,882 — 
1,046,700 Ord. Stk. 
783,787 
674,144 


(Barsi Light ... ie ees 3 , 191,400 
Bengal-Nagpur - . 138,600 7,209,525 
Madras & ~agiad Mahratta . 10. 7 107 5,325,600 

| South Indian ... ol oe AP 197,318 28,836 4,892,362 
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Egyptian Delta see ovel aie 20,860 4,373 376,410 292,342 
ila eee _ _ a — nae 
Midland of W. Australia... s 30,114 10,384 | 21 159,912 
Nigerian ove eee 30.12. ? 7,866 1,833,420 
South Africa ... we ond 44,197 25,562,333 23,650,797 

Victoria ae ann oon Sept, 1943 1,321, "580 51,483 ow == 


84,068 
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Note. Yields are based on the approximate current prices and are within afraction of rs Argentine traffics are given in sterling calculated @ 16% pesos to the & 
t Receipts are calculated @ Is. 6d. to the rupee § ex dividend 





